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6 MAINTENANCE COST REDUCERS 


HIPOWER . , 
eee Here are six outstanding types selected from our 


complete line of railway spring washers. Any one 
will reduce maintenance cost somewhere on your 
road. These six meet practically every railway need 
—whether it be for reduction of maintenance on 
straightaway or tangent tracks, for frogs and cross- 
ings, for anchor screw spikes. 


THACKERY 


adequate. 

If you use one or only a few of these great railway 
spring washers let our engineers discuss with you 
the other types that could further reduce your main- 
tenance costs. 


IMPROVED [plIPOWERS 
IMPROVE TRACK 


SUPER COLLAR GROOVED 


NATIONAL COLLAR GROOVED 


COMPLETE LINE OF RAILWAY SPRING WASHERS 












this job 





save with safety 













Tight rail joints are a primary essential to good track | 
maintenance. 


Reliance Xtra-hy Hy-Crome Spring Washers on 
track bolts require a minimum of maintenance 
because they are scientifically designed and fabri- 
cated to provide maximum bolt tension—to keep 
track bolts tighter longer. 


Made from special cold drawn alloy steel, Re- | 
liance Xtra-hy Hy-Crome Spring Washers meet | 
all requirements of the new A. R. E. A. specifi- 
cations with a comfortable margin —do not 
require the use of longer bolts. 


Write for complete information —or 
ask your nearest Eaton-Reliance office. 










RELIANCE jYtra-hy hy-crome 
‘oy oe) SPRING WASHERS 


EATON MANUFACTURING COMPANY & RELIANCE DIVISION, MASSILLON, OHIO 


Sales Oftices: New York, Cleveland, Detroit, Chicago, St. Louis, San Francisco, Montreal 
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THERES L477 SOTETY 


IN BETHLEHEMS 
HOOK-FLANCE CUARD RAIL 
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The Bethlehem Hook-Flange Guard Rail gives you 
a combination of safety features that no other guard 
rail possesses. Shown here is a Bethlehem Model 751, 
with some of its features high-lighted. Study them 
closely—they deserve your attention: 


1. Heavy, welded side braces. For great rigidity 
where it is most needed—opposite the frog point. 


2. Double-shoulder construction on the special tie 
plates in the straight guarding area. Helps main- 
tain alignment. 


3. Welded reinforcing plate. Gives extra strength 
and rigidness; prevents spreading; exerts clamp 
effect. 






4. Hook flange. Dips under the running rail; hence 
the guard rail cannot be overturned, no matter 
how sharp the side thrust. 


For further details, call the Bethlehem sales office 
nearest you.’ We'll be glad to tell you the whole 
story—and show you installations in mainline track, 
classification yards, and terminals. 


BETHLEHEM STEEL COMPANY, BETHLEHEM, PA. 


On the Pacific Coast Bethlehem products are sold by 
Bethlehem Pacific Coast Steel Corporation 


Export Distributor: Bethlehem Steel Export Corporation 





THE BETHLEHEM HOOK-FLANGE GUARD RAIL IS AVAILABLE 
IN FOUR TYPES, AS FOLLOWS: 


Model 750— Without braces, for railroads preferring resiliency in a guard rail. 


Model 751—Described on this page. 


Model 752—A braced design with double-shouldered tie plates throughout. In this it 
differs from the 751, which has the double-shoulder construction only in the straight 


guarding area. 


Model 753—Braced and adjustable type. Movable center plate permits adjustment 
of flangeway width. 
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it has been frequently stated that M. of W. Departments will have to find ways and means of cutting 
costs. If this is accomplished, it should follow that things will have to be done differently than in 
the past — and new devices used. 


We have the answer, where Rail Anchors are concerned ! 


You can SAVE ae mach as $912 
per 39 ft. Panel of Track! 


as indicated below 
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Comparable costs of boxing 8 ties with conventional anchors, and with NO- 
CREEP anchors. In each case, 8 ties per 39 ft. panel are anchored TWO ways. 








Using Conventional Anchor 














32 anchors, estimated cost_______________~_ a a $9.60 
Using NO-CREEP Anchor 
a I hi Na oa a i 4.00 
$ a Plus welding (if we do welding) 2c per anchor____-_-----_----- 32 
a ae a eee ae 4.32 
ia I I asa todiienicstsce tris ninatiapeeiniisniatbdaaiici $5.28 





Plus—additional savings through elimination of maintenance 








Railroads now spiking anchor holes in tie plates as well as line and gauge 
spiking, can eliminate line and gauge spikes on each tie plate where NO- 
\ , CREEP Anchor is used. The NO-CREEP spring holds down far more than 2 
standard spikes will hold. 

This produces an additional saving of $3.84 in spikes and driving, based on 
8 ties per 39 ft. panel of track being anchored. 

All anchors hold rails. NO-CREEP Anchor holds rails and SAVES MONEY! 
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Figure these savings against your track program for 1950. Also bear in mind 
that when using the NO-CREEP Anchors you eliminate the annual cost of 
resetting or adjusting anchors. 


Two-way Compression 
Anchorage 


Wse the 


NO-CREEP 
Rak rbuchor! 


Remains constantly Engaged 
from time of Installation— 
Without Attention 





Write for details 


G & H RAIL CONTROLS, INC. 


Phone BE 8117 -5204 Truman Road Kansas City 1, Mo. 


Eastern Representative: Henry A. Hillman Organization, 73 East State St., Westport, Connecticut 
Southwestern Representative: Alfred Engineering and Equipment Co., 515 Cotton Exchange Bldg., Dallas 8, Texas 
Western Office: Roy H. Weber Co., 68 Post St., San Francisco 4, California 
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Here you have a Truck Crane with all the advantages that 
Northwest developed for crawler equipment. Begin with 
Northwest Simplicity that makes upkeep easy and maintenance 
costs low; the “Feather-Touch” Clutch Control that takes the back- 
breaking effort out of throwing heavy clutches; Uniform Pressure 
Swing Clutches; the high-speed, power-controlled Boom Hoist, 
independent of other operations; deceleration, so valuable in 

steel setting; and other Northwest Features that make money. 


Add to these a Carrier, the like of which has never before been 
offered with a Truck Crane. The Carrier for Northwest Truck Cranes 
is really designed with Truck Crane operation in mind. The 
box type truck frame is reinforced the full length of the carrier. 
The lower base is attached to the truck so that loads are spread 
evenly over frame and not concentrated at few points. Outriggers 
are designed to extend the full width of the carrier a ad 
considerably more bearing support when extended. The forward 
outrigger, being close to rear wheels relieves the carrier 

of a greater amount of stress. The rear outrigger trunk is 
demountable and makes possible an easy change over 

from Crane to Shovel, Dragline or Pullshovel work 
without repositioning the lower base of the Crane. 


Northwest Truck Cranes will speed up main- 
tenance and yard service on your division. 
Let us tell you more about them. 


NORTHWEST ENGINEERING 
COMPANY 

1513 Field Building, 135 South LaSalle Street 
Chicago 3, Illinois 
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NORTHWEST & 


THE ALL PURPOSE RAILROAD MACHINE —e 
SHOVEL e CRANE e DRAGLINE e PULLSHOVEL 


per DENA. 





shlorophenol 


THE CLEAN WOOD PRESERVATIVE 





PENTA gives you unlimited opportunities to cut costs! 


In the case of wood platforms, decay often causes consider- 
able loss. Weakened wood increases the frequency of acci- 
dents to both men and machines. With PENTA-PROTECTED 
lumber, however, you have wood that resists decay and ter- 
mites—lasts two and three times longer than untreated wood. 


PentA will not leach, leaves wood clean. and is easy to 
handle. Car lumber, decking and poles should be PENTA- 
treated for longer life. For more information about PENTA 
and the part it plays in cutting railroad costs, write Dow, 


Dept. PE 7. 


THE DOW CHEMICAL COMPANY 
MIDLAND, MICHIGAN 
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The inset above shows newly adzed ties 
being treated with PENTAchlorophenol. 
PENTA is economical and easy to use, 
even in coldest weather. 


penta. 


chlorophenal 
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YOUR EXTRA EMPLOYEE THAT WORKS WITHOUT PAY 


RACINE 










TIE TAMPER 






If you had an extra man 
SNM working eight hours per 
“= day, you’d notice the in- 
crease in amped track. A Racine Unit 
Tie Tamper provides that increase — 
GIVING YOU THE EQUIVALENT OF EIGHT 
HOURS MORE WORK EVERY DAY. 





Racine Unit Tie Tampers speed up your 
work and increase manpower efficiency 
by — fatigue. Easily carried, easi- 
ly — , Shock-free — they team up 
productively with your operators. 


LIGHT IN WEIGHT (60 Ibs.) 












You get longer tool life with less 1500 BLOWS PER MINUTE 
machine maintenance, more uniformly 
compacted ballast that remains prop- 
erly placed longer. All these are ex- 
tras that make the Racine Unit Tie 
Tamper a valuable employee to serve 
you capably for a long, long time. 
Write for free 3-color catalog. 


e 
@ SHOCK-FREE OPERATION 
7 
® 


EASY STARTING MAGNETO IGNITION 
@ BALANCED RECOIL—SMOOTH ACTION 
@ LOW MAINTENANCE COST 
@ 80% IMPROVEMENT IN TOOL LIFE 


@ LONG TROUBLE-FREE LIFE 


OTHER 
PORTABLE MACHINES 
BY RACINE 


RACINE 


Racine Bond Drill TOOL AND MACHINE COMPANY 


1738 State Street, Racine, Wis. 





x) QUALITY Ano 
-) 





Racine Rail Drill Racine Rail Cutter 
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$2600 a year per cal! 
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The Difherence is 


That’s a lot of difference. 

Especially when you consider that it represents 
net savings from just one car in one type of maintenance-of-way service. 
Look at it this way— 

It takes time and skilled labor to unload worn-out, obsolete air dump cars 


or to unload gondolas with a crane. But it takes less than a minute for anyone 
to dump a fully loaded Magor Automatic Air Dump Car. 


Figure that your work train costs about $200 a day. That includes time, labor 
and equipment. By replacing gondolas or old air dump cars with 

New Magor Automatic Air Dump Cars, you save at least an hour.a day. 
That’s your $2600 a year savings. 


But you’ll use your new Magor Air Dump Car for more than just one type 
of service. Probably everything from ditching to snow removal. 
And in every operation you are cutting time and labor costs. 


Cutting work train costs is just one part of the story. Years of research, 
experience, field tests and top engineering skill are incorporated 

into the new Magor Automatic Air Dump Car. They’]] operate efficiently and 
dependably under all conditions. 


For additional information about the New Magor Automatic 
Air Dump Car, write for Bulletin DR-112. 


New Magor Cars cost less than $1.25 a day to own. 


CAR CORPORATION, 50 CHURCH STREET, NEW YORK 7, N. Y. 
World’s Largest Producer of Air Dump Cars 
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SAVE... 


TIE RENEWAL TIME 
aud Cost! 


WITH A 


















@ PIONEER MANUFACTURERS 
OF RAILWAY MAINTENANCE 
EQUIPMENT SINCE 1917 
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FIG. 1—tie cut at one FIG. 2—Tie Cutter 


end inside rail with 
Woolery tie cutter. 


REPLACE MORE TIES PER DAY... 
AT LOWER COST! 


In these days of heavy high speed rail traffic, need for 
continuous replacement is a necessity. 


With a WOOLERY Tie Cutter and Undercarriage, one 
man can cut tie into three sections without turning 
machine ... Permits fast easy removal of old tie without 
disturbing ballast . . . gives new tie a firm safe bed to 
rest on. Entire cutting operation requires less than 
one minute . . . allows operator to remain just ahead of 
removal gang. Close cooperation in crew results in 
more work done per day at lower cost per tie. 


MAKE A COMPARISON—see how you can reduce 
tie replacing costs with a WOOLERY Tie Cutter and 
make your maintenance dollar go farther. 


@: WRITE FOR COMPLETE INFORMATION NOW ! 


WO OLERY 


MINNEAPOLIS 





moved across on un- 
dercarriage for sec- 
ond cut on other end 
of same tie .. . with- 


out lifting or turning. 





WUULERKY PB-S WEED BURNER 
Three burner model...Burns 15 ft. swath 
1 trip, 25 ft. second. Enclosed cab. 








WOOLERY PB-B WEED BURNER 
Three burner type, trailer mounted. Burns 
15 ft. swath 1 trip. Burns all types weeds. 





MACHINE COMPANY 


MINNESOTA 


Pioneer Manufacturers of RAILWAY MAINTENANCE EQUIPMENT 


RAILWAY WEED BURNERS e MOTOR CARS e FLANGEWAY CLEANERS « TIE CUTTERS e TIE PLATE SPACERS eRAIL JOINT OILERS e CREOSOTE SPRAYERS 
EXCLUSIVE EXPORT REPRESENTATIVES: PRESSED STEEL CAR COMPANY, INC., PITTSBURGH, PENN. 
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Coal Tipple and conveyors, 
Philadelphia Reading Coal 
& Iron Co., covered with Alcoa 
Industrial Building Sheet. 








TIPPLES ARE TOUGH PROVING GROUNDS 


24 Years of Corrosive Coal Dust haven’t damaged 
unpainted Alcoa Industrial Building Sheet 


Subjected to weather, wear and coal dust since 
1926, the Alcoa Aluminum Irdustrial Building 
Sheet covering this tipple and conveyor, still is 
in excellent condition, still is giving maintenance- 
free service, never has been painted. 

Even under severe conditions you can expect 
similar service when you build with Alcoa Indus- 
trial Building Sheet. Only with aluminum can 
you get the combination of low first cost, lightness, 
and ease of erection combined with no painting 
costs and freedom from rust and corrosion. 

Prove this economy yourself. Figure your next 
plant building in Alcoa Aluminum. For price, 
engineering and application data call your nearby 
Alcoa Sales Office, listed under Aluminum in 
your Classified Telephone Directory, or mail the 
coupon attached. 


FACTS FOR BUILDING OWNERS AND MANAGERS 


Lew Cost— Alcoa Industrial Building Sheet is low in first 
cost, Can't rust away. Needs no painting. 


Tough, Strong— With 4 foot purlin spacing will support 80 
p. s. f. uniform load (safety factor; 2). 


Light 100 sq. ft. weigh only 56 Ibs. 


Available — Prompt delivery from convenient suppliers. All 
types of fasteners and flashing accessories in stock. 


MAIL THIS COUPON TODAY « Get complete details 


Aluminum Company of America 
1470B Gulf Bidg., Pittsburgh 19, Pa. 


Please send me engineering and application data on Alcoa Industrial Build- 
ing Sheet. 


Name 





c 





v 7 


Address 





City State 
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ST.PAUL Dump: 


ir HOISTS 


convert platform trucks into DUMPS; 


increase work output. 


Doing a full week’s track work in only 5 days puts a 
premium on MOBILITY and SPEED. One truck like the 
unit pictured here can increase the work output of 
several regular track crews so that a week’s work will 
STILL GET DONE each week. Here’s a few hows: 


1. Reduce hazardous travel of work crews over 
main line trackage. 

2. Less time spent delivering tools, workers and 
materials (including work cars) where needed. 

3. Workers can be more specialized, because, 
being more mobile, the specialists cun help out 
regular workers along many miles of track. 

4. Addition of a DUMP IT HOIST multiplies the 
truck’s usefulness. Hoist instantly unloads 6 to 7 
tons of ties, ballast, timbers, spikes, plates, 
frogs, etc. Hoist also tips body for manual or 
winch loading of work car. 











1. Steel long beams 
furnished with hoists. 


2. Low mounting for 
easy loading. 


3. Automatic 
body lock. 


safety 


4. St.Paul bronze 
bushing pump. 








5. Safety overload 





USE THE COUPON... 
TO ORDER...TO 
OBTAIN LITERATURE 





St.Paul DS (Drop-Side) body is useful for manual loading. Simple 
hand lever unlocks or re-locks hinged sides and tailgate. Body may 
be fitted with folding seats and canvas canopy. 


Platform or cargo-type bodies may be fitted with canvas tops, down 
folding seats ete., for transporting work crews. A folding step at 
rear makes it easy for personnel to leave or enter. 


A St.Paul DUMP IT Hoist completes the picture, making any 
standard truck into an all-purpose utility and maintenance DUMP 
t. 





Recommended installation is a {2 foot DS, platform or cargo body 
with DUMP IT Pony Hoist on a truck with cab-to-axle dimension of 
approximately 84 inches. Price, DUMP Pony Hoist only with 
— long-beams and all fittings, ready to install. $365.00, 
-0.b. polis, n ted 





ST.PAUL DIVISION, Gar Wood Industries, Inc. 

2207 University Ave., S.E., Minneapolis 14, Minnesota 

—— Enter our order No. for (quantity) ; 
DUMP IT Pony Hoists @ $365.00 f.0.b. Minneapolis. To fit following truck: 
Make Model____ 
Year Wheelbase Cab-to-axle 
rg Send full information on above installation. . 
Name of Company 

Street and Number 
 —- saiencspi ees 
ATTENTION MR.___ 


Max. Load Tons 


ST.PAUL DIVISION 


Gar Wood Industries, Inc. 
2207 University Avenue, Southeast 


Minneapolis 14, 


\ 
Minnesota 


HYDRAULIC 
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For complete 


service on 7 KOPPERS 


a A 
Cross les HETHER you supply your own ties for 


pressure-treatment by Koppers or whether 
you buy your pressure-treated ties directly from 
Koppers, you can take advantage of complete 
cross tie service. 

When Koppers pressure treats your ties, 
you get a “one-stop”, complete job, including 
storage for seasoning, pressure treatment and 
storage after treatment. Treated ties are then 
available for immediate shipment to meet your 
requirements. 

Koppers also maintains its own complete 
stocks of pressure-treated ties for prompt ship- 
ment. This service relieves you of storage and 
inventory control. 

You can take advantage of either type of 
service .. . and your ties will be treated the way 
you want them treated. Koppers is proud of 
its reputation for rigid adherence to customers’ 
specifications . . . that reputation is your assur- 
ance of satisfaction. Call Koppers for cross ties 
... and a service to fit your needs. 


KOPPERS|| PRESSURE-TREATED WOOD 
wv . Ae he ee 


KOPPERS COMPANY, INC. Pittsburgh 19, Pa. 
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51 YEAR OLD BRIDGE TIES 


Still good because they are DRY on this COVERED Railroad Bridge 


on 


the under plate area 


The above bridge on the St. Johnsbury and Lamoille 
County Railroad near Swanton, Vermont was built 
in 1898. The original untreated fir ties, without tie 
plates, are still in excellent condition. They are good 
for a great many more years of service, as shown in 
the close-up insert. 

Light traffic? Not at all... heavy shipping of 
limestone, talc, and pulpwood results in approxi- 
mately 25 year bridge tie life on this road’s standard 
type bridges (uncovered, treated ties, and tie plates) 
— little longer than on the largest and heaviest ton- 
nage American railroads. 


These ties are still good after 51 years because 
they were protected from sun and rain. The under 


BIRD TIE PADS do the same for 





plate area — almost always the limiting life factor of 
open bridge decks—is normally shaded from the sun 
by the tie plate, leaving dryness and freedom from 
moisture as the prime factor in this amazingly long 
life. With dry wood—even soft fir without tie plates 
—the rails have not cut into the ties. 


Bird Tie Pads protect the under plate area of ties 
even more effectively than this covered bridge has. 
The same tight tacky seal that keeps the wood dry 
also eliminates both plate motion and abrasives, and 
consequently mechanical wear. Furthermore, spike 
hole wood is kept dry and sound, keeping spikes 
tight and helping greatly in holding gauge and line. 
Write to address below, Dept. H, for full details. 








East Walpole, 





February, 1950 For additional information, 


BIRD 
& SON ine 


use postcard, 
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Get your copy 
of this 
FREE BOOKLET 








NickeL PaTE 
ROAD 


NC a Stu 
ee 


THE 
[DIXIE 
LINE 


ma Boston 
7 MAINE 





Write today for Pittsburgh's new 
booklet which lists its complete 


i 


line of Railway Structural Main- 
tenance Finishes. Included are 
many practical suggestions for 
their efficient, economical use, 


ne es eee 


Many of America’s 
Leading Railroad Lines Depend Upon 


PITTSBURGH RAILWAY FINISHES 














ONTINUED preference for Pittsburgh Railway Finishes 
r a = . PITTSBURGH RAILWAY FINISHES 
by many of America’s foremost railroad systems must FOR EVERY NEED: 
be considered an unusual tribute to their high quality. For CARHIDE—for wood and metal freight cars 
. ‘4 - of all types. 
these companies have found that Pittsburgh Finishes can be LAVAX SYNTHETIC ENAMELS— for locomo- 
d 1 : “ a b 1 tives and passenger cars. 
counted On not Only to give maximum protection Dut also STATIONHIDE— to add beauty and comfort 
‘ to stations. 
to add to the appearance of nailing stock and fixed prop rey 
erties. Call on us for advisory service. Our wide experience SNOLITE-for signs, fences, cattleguards and 
. . ‘ crossing gates. 
in this field often can save you time and money. 


PITTSBURGH PAINTS 


PAINTS e@ GLASS ¢ CHEMICALS e BRUSHES e¢ PLASTICS 
P.2.F-F 63:9 8 6. COMPAN Y 
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Effective — Economical 
for Right-of-Way Maintenance 


— 





DOW WEED KILLERS 


ESTERON BRUSH KILLER containing equal amounts of esters 
of 2,4-D and 2,4,5-T controls woody and herbaceous 
plants including alder, birch, brambles, cherry, elm, 
hickory, oaks, osage orange, poison ivy, sumac, willow, 
and many other species. Assures satisfactory control of 
most troublesome species on the average right-of-way. 
Also effective in controlling resprouting from stubs 
and stumps. 


ESTERON 245 controls woody plants in the same manner 
as Esteron Brush Killer. It is particularly effective on 
2,4-D resistant species such as brambles, hawthorn, mes- 
quite, osage orange and poison ivy. Also very promising 
for stump treatment and dormant bark application. 


2-4 DOW WEED KILLER, FORMULA 40 is effective against 
most herbaceous weeds. Can be used with Sodium TCA 
90% to obtain control of both weeds and grass. 


SODIUM TCA 90% controls Johnson, quack, Bermuda and 
other grasses. At lower dosages, it retards growth with- 
out killing, where a light grass cover is desired. Com- 
patible with above Dow Weed Killers. 


Agricultural Chemical Division 





USE DEPENDABLE DOW AGRICULTURAL CHEMICAL PRODUCTS 


WEED AND GRASS KILLERS . INSECTICIDES ~ 


SEED PROTECTANT ° ae Bees Sok Bee oan Beek &. 
GRAIN AND SOIL FUMIGANTS © WOOD PRESERVATIVE 


100 February, 1950 For additional information, 


THE DOW CHEMICAL COMPANY «+ MIDLAND, MICHIGAN 


FUNGICIDES 
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An important advance in railway maintenance is 
the successful use of chemicals for low-cost vegeta- 
tion control on roadbeds and right-of-ways. Dow, 
as a major — of brush, weed and grass 
killers, has been engaged for several years in 
research on the right-of-way problem with many 
of the nation’s leading railroads and _ service 
organizations. As a result, chemical vegetation 
control is now cutting costs from 25 % to as high as 
50% over hand-cutting methods. 


Dow sales and technical men are available for 
assistance on your vegetation control problems— 
from grass in ballast to heavy brush and trees on 
the right-of-ways. Write Dept. 662, The Dow 
Chemical Company, Midland, Michigan. 


DOW 


CHEMICALS 


INDISPENSABLE TO INDUSTRY 


AND AGRICULTURE 
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--- Aluminum lasts! 











Railroad maintenance men report 
blast plates of Alcoa Aluminum 
outlast wrought iron 6 to 1 


Replacing blast plates on bridges and other 
structures exposed to the hot, corrosive breath 
of locomotives is a costly job. The cost in time 
and man power far outweighs the cost of the 
blast plates themselves—whatever metal 
they are. 

That’s why blast plates of Alcoa Aluminum 
can save your railroad a very worth-while 
amount of money over the years to come. Their 
first cost is competitive with other materials. 
Once they are installed, aluminum blast plates 
last six to eight times as long. Aluminum’s 
natural resistance to sulfurous corrosion pays 
off! Aluminum’s light weight saves labor! 

Call your nearby Alcoa Sales Office for full 
information. ALUMINUM COMPANY OF AMERICA, 
1820B Gulf Bldg.. Pittsburgh 19, Pennsylvania. 


For local source of supply on ALCOA Products, 
look under ALUMINUM in your Classified Telephone Directory 


__ i 


PA Megey.\ 
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SELF-PROPELLED 

WHEEL MOUNTED 
SHOVEL-CRANE THAT 
GOES ANYWHERE 

DOES ALMOST EVERYTHING 


nee eee a, eller 
Lage oe ne 


TYPICAL JOBS HANDLED The number and variety of jobs that are done by the Link-Belt Speeder UC-55 are 

continually increasing, as reports come in from users, in industry, the utilities and 
DURING 2-YEAR PERIOD BY construction companies. Highly mobile and self-propelled, it gets from job to job 
THIS HIGHLY MANEUVERABLE in a hurry; a complete Link-Belt Speeder unit, it brings ample power, speed and 
CONVERTIBLE SHOVEL-CRANE ease of handling to every operation. The nearby Link-Belt Speeder distributor will 


gladly furnish details. 
On railroad work, this machine drove 


great quantities of piling with a 2800 CENTRAL! MOUNTING 


lb. hammer; dug and handled thou- 





sands of tons of rock; it right-sided a 
boxcar without help; it lifted and held 


up the ends of innumerable cars while 


Central mounting of the 





UC-55 upper machinery 


























is an outstanding fea- 
trucks were changed; it crawled up a ture, which permits fast 


coal pile, loaded gondolas with a shovel operation over 
clamshell, its undercarriage buried at the sides or ends. 
times, but climbed out under its own < ‘ 


<6 ae 
power; it cleaned stream beds under Yur CIRCLE opERATION 


bridges for 380 miles of right-of-way, 








as well as untold miles of railway 
ditches. With a welder mounted on its 


back, it is laying rails with a 29" 


LINK-BELT SPEEDER CORPORATION ~) fy Butlders of the Most Comp of 
EDAR RAPIDS. |OWA con’ SHOVELS- CRANES~DRAGLINES 


38-NNIT 


magnet. 
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ADDITIONAL INFORMATION 


On Any of the Products Mentioned in This Issue 


Below is a complete index of the products referred to in both the 
editorial and advertising pages of this issue. If you desire additional 
information on any of them, use one of the accompanying address- 
ed and stamped postcards in requesting it. In each case give name of - 
product and page number. The information will come to you direct- 
manufacturer involved, without any obligation on 


Products Index 


New York 7, New York 





30 Church Street 





Air Cooled Engines 
Air Dump ‘Cars 
Aluminum 

Aluminum Blast Plates. 
Aluminum Siding 
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Ballast Cleaners __.118, 119, 124 
Ballast Scarifier 
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February, 
Please send me additional products information as requested below. 
( Literature Only [() Desire to see Representative ([(] Price Data 


Product and Page No. 


Chemical Weed Killers 


161, 164, 169, Gas Welding Apparatus 
Gas Welding Supplies. 
Gases 
Gas-Shielded Electric Welding. 106 


Gasoline Chain Saws 





Corrugated Aluminum Sheets. 
Cranes _89, 92, 102, 112, 156, 











City. 
(Please Fill Out Card in Full) 
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Hydraulic Tools _..__..._____ 159 
i 

Industrial Products eS | 
J 

I i hiceid acini tininnete 108 
L 

RO IE einiscehsnrtbincincicoiins 172 

RE CRE ey See. 112 


M 
Miier Gate: connie ne 94, 122 
N 
PO ne 172 
e) 
On-Track Tampers__-_-__ 118, 119 
Oxy-Acetylene Welding ______ 106 
OD dietenrietnbnnncebeheintonichipds 115 
« 
epee 98, 116 
er I oa oe 99 
I NN 99 
Pentachloropheno! _______ 90, 166 
NN 99 
Pneumatic Tampers ---__ 167, 176 
Pneumatic Tools _______ 159, 176 
Portable Buildings __..______ 109 
Portland Cement ____________ 99 
PN I 108 
Power Plants _......________ 173 
Power Wrenches __.________ 108 
Pressure-Welded Rail _______ 106 
 & eRe at ene 89 
i i ER 168, 172, 176 
g 
Rail Anchors ________ 88, 110, 155 
RN a ee oT 170 
Rail Drills _...______ 91, 108, 159 
Rail Grinders _..________ 108, 171 
Rall lvbricators .........____ 94 
URE ERS ewe > 99 
Resin Compounds ___________ 113 
Roller Bearings _...._________ 107 
Rotary Pumps __________ 168, 172 
Rust Preventives _.....______ 162 
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EASE SE DER igs, 91, 105 
MA eee Wee Re 89, 102 
Snow Loaders __.._.__- 163, 173 
Snow Melters _...__.______ 170 
NE FEE ooo nes cn 163 
Spike Hammers -_....._---- 108 
Spike Pullers ........._.... 108 
Spring Washers__85, 86, 155, 173 
Steel Buildings _..__________ 109 
Switch Point Locks___________ 124 
Switch Points _.._____._____ 124 
Gute Geis ..... sce 124 
Suitteh Stands .........- 245 124 

T 
Te Getter’. .....nnenssede 94 
We Oe oe ces 98, 116 
Tie Plate Spacers_........__- 94 
Tie Tampers__._...-._- 91, 111, 

---117, 118, 119, 159, 167, 176 
Tiber Gels ......6..-.5.08 172 
ES RN 116 
i 155 
Track Wrenches __._-.__--_. 121 
TRIE Bo ce cancueaen 173 
Treated Crossties _._.._...--__ 97 
Truck Bodies __________- 96, 154 
Truck Comes ...2 cs 102 
Wak CS. 2c A 96, 154 

U 
Unit Tie Tampers__....-- 91, 111 

v 
Vacuum Pumps ---.-.------- 159 

Ww 
Washer Nuts ~-------------- 72 
Washers, Spring --85, 86, 155, 173 
Weed Burners _....-.-.----- 94 
Weed Killers __..__--- 144, 156, 

ATOR 157, 161, 164, 169, 175 
Weed Killing Service 

cnsilisihisntiblacummoiaess 157, 161, 169 
Welding Accessories _....--- 115 
Well Water Systems__----~-- 172 
Wheel Tractors _....._----- 163 
Wire Brush Machines__.__._- 159 
Wood Preservation __--------- 97 
Wood Preservatives -_.__- 90, 166 

Railway Engineering «i Maintenance 




















, 173 
__170 
__163 
...108 
108 
i, 173 
..109 
__124 
124 
124 -- 
..124 
AMAZED: That’s the only way to describe the way woodsmen 
feel when they first try out a McCulloch 3.25. They're amazed to find that a saw 
so light can cut so fast. 
e some reasons 
--94 Horsepower, plus engine torque ics, internal friction conditions, and 
, 116 chain efficiency actually determine ain saw will cut. The McCulloch 3-25 
_.94 has a 3-horsepower special McCulloch engin d to match exactly the require- 
111, ments of chain sawing. All bearings are anti-friction. And McCulloch chains are 
176 designed for maximum cutting efficiency in all types of wood. 
-172 
_116 OTHER FEATURES, TOO x Automatic clutch * Manually 
_155 operated built-in chain oiler * Full-power sawing in any position or 
121 at any angle * Kickproof rewind starter * Easily accessible 
ignition breaker points * Conveniently grouped engine controls 
173 * Weight of less than 25 lbs. complete with 18” blade and chain. 
a SEND FOR FREE LITERATURE AND NAME OF NEAREST DEALER (; 
102 
154 McCULLOCH MOTORS 
corporation 
6101 West Century Boulevard 
Los Angeles 49, California 
WW 
159 
72 
173 
94 
56, 
175 


18” Model 3-25 . . . $295 


169 
115 a 227 : 


163 y | 
i 24° Model 3-25 . . . $305 
30” Model 3-25 . . . $315 


59 % 
97 . SRR Cf 
SP Pee S 
: 20° 5-49 Bow Saw...$425 ei 


4 ie All prices f. 0. b. Los . 
a | fay NATIONWIDE SALES AND SERVICE 
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HERE’S LITERATURE © 


THAT WILL HELP YOU CUT COSTS 





WITH PRESSURE-WELDED CONTINUOUS RAIL 











How Lone 


Pressure-welded continuous rail can save you Can A Raw Br? 





30 per cent or more in track maintenance labor 
costs. In addition, long stretches of continuous 
welded rail provide smooth-riding track that cuts 


wear and tear on rolling stock. These booklets 





tell vou more: 

















| How welded rail provides 2 How long a rail can be... 
smocth-riding track. how it’s restrained. 








Santa Fe Produces “Taglor-Made” 
Lengths From Used Rait ’ Continuous 


Chieage Being Ringed ewe 
With Welded Rail Welded Rail Overcomes Adverse Conditions 
on Cairo Bridge 





Continaeas Welded Rail 


Longest Tunnel 
Gets Welded Rail 






































nan 4 i? am Jy? ry . +, 


How “tailor-made” lengths 4 How welded rail is installed 4 Laying continuous rail in 6 How welded rail was in- 7 Continuous rail for the 
are made from used rail. by a freight road. high-speed open track. stalled on a long bridge. longest tunnel in America. 














find: Hardening Railroad Car Welding 





Rail fads aad Open Uearth Frogs 





HOW THE OXY-ACETYLENE FLAME 
BELPS BarteoaDs 


OAV. ACATYLEME FLAME-CLEnmeRe 
OF LARGE BRIDGE 






































7 - 7 m ree aemeLD ee ew escn compan? 
La 4 —— J 


§ Oxy- acetylene flame- 9 How to extend the life of 10 UNIONMELT and HELIARC 1] How to build railroad cars 12 How the oxy-acetylene 
cleaning beats the weather. rail ends and frogs. welding save you money. and equipment that last. flame helps railroads. 














r 
FILL OUT The Oxweld Railroad Service Company 


230 North Michigan Avenue, Room 1320, Dept. C 


AND MAIL —> Chicago 1, Illinois 





Gentlemen: Please send me the booklets which I have circled. 


Circle the numbers of the booklets you ; 2 2 te 6etTt ttt & 12 
want. If you want more than one copy 




















sane Name Position 
of any of the booklets, please indicate. 
Railroad___— - ___ Address 
The terms “ Heliare” and “Unionmelt” are registered trade-marks. ( tity — ‘i a ee ee 
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CARRIES EIGHT HUSKY MEN 
COMFORTABLY AND SAFELY 


on TIMKEN’ BEARINGS 


‘eae! 





Manufactured by Fairmont Railway 
Motors, Inc., Fairmont, Minnesota. 


Actual load capacity 2,000 pounds — men or materials. 
This Fairmont A3 Series D doubles in B & B and extra 
gang car service. Equipped with a 17 H.P. engine, 4-speed 
transmission and Timken tapered roller bearings on all 
axles, it performs with efficiency and economy. 


Timken bearings reduce friction to the minimum; carry 
radial, thrust and combined loads; help to hold shafts in 
alignment and protect them against wear. And because 
they are made of Timken alloy steel — the finest material 


Timken two-row bearings as 
used on Fairmont A3 Series 


D car axles. ever developed for tapered roller bearings — they usually 
last for the life of any equipment in which they are in- 
stalled. Make sure you have them in your equipment. 
Look for the trade-mark ‘‘TIMKEN” on every bearing. 


THE TIMKEN ROLLER BEARING COMPANY a ; & 
CANTON 6, OHIO - CABLE ADDRESS “TIMROSCO” » be & 


NOT JUST A BALL (> NOT JUST A ROLLER THE TIMKEN TAPERED ROLLER BEARING TAKES RADIAL — AND THRUST LOADS OR ANY COMBINATION 
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every kind of ballast 


AVAILABLE ON 
DIRECT SALE OR LEASE 


Since 1947, Nordberg Cribex have excavated over two 











and a half million cribs in every kind of ballast. This repre- 
sents skeletonizing about 780 miles of single track. Time 
and money-saving advantages of the Cribex have been 
amply proved. Here are the figures covering the operation 
of 4 Cribex on a typical cribbing job on single track line. 
Over a 3% month period working about 31% hours per day, 
54,284 cribs of pit run ballast were cleaned. On this job, 
the cost for labor, repair men, supervision, fuel and supplies 
averaged 13c per crib. Average production was 764 cribs per 
day, or 109.1 half cribs per hour per machine. 


This is not an isolated case. Other records on Cribex 
show that these cost figures represent a very good average. 


Why not put the Cribex to work saving money for 
you? For full details, send for Bulletin 174. 


... for continually improved TRACK MAINTENANCE MACHINERY 
to do a Better, Faster Maintenance Job at Lower Cost 


NORDBERG MFG. CO., Milwaukee 7, Wisconsin 








Fractal by the Clock 













oy 





for 
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Here's help with your 5-day week problems. 
Thanks to fire-resistant Armco STEELOx Build- 
ings, you can now get dependable, low-cost 
shelter in a matter of hours rather than days. 
You save time, labor and money. 

STEELOX construction is so simple it is 
unique. Individual wall and roof panels pro- 
vide both structural framework and finished 
surface. Assembling them into a sturdy, 
weather-tight structure is easy and econom- 
ical with just a small unskilled crew. What's 
more, should conditions change, your STEELOX 
Building can be quickly dismantled, moved 
and re-erected without loss of material. 


Long life is assured because STEELOX is 
made from 18- and 20-gage Armco ZINC- 
Grip-PAINTGRIP Steel. This durable material 
is two to three times as heavy as ordinary 
galvanized siding and roofing. Maintenance 
is sure to be low as there is nothing to go 
wrong—nothing to crack, warp or rot. 
You'll like Armco Steetox Buildings for 
motor car garages, offices, bunk houses and 
many other railroad needs. Write for prices 
and other data. Armco Drainage & Metal 
Products, Inc., 3300 Curtis St., Middletown, 
Ohio. Subsidiary of Armco Steel Corp. 


Export: The Armco International Corporation 





ARMCO STEELOX BUILDINGS 





\ cos f 


ERMC 
\V/, 
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ST. LOUIS, MO 


February, 1950 





This 1506 ft. span is typical of the many important 
bridges throughout the country where Compression 
TWO-WAY HOLDING is a vital feature. Bridge engi- 
neers are quick to recognize the sound economy and 
efficiency of protection against running rail in either 


direction. 


THE RAILS COMPANY 


Generc! Office 
fe es Geerre STREET, NEW HAVEN. t1, CONN 


a L@)-1@) 44) Fan) ee, 
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- MORE BARCOS WILL HELP SOLVE THE 
40-HOUR \o WEEK 


f 
; ee 
. * = 


f 









By maintaining track with less large gang work e BARCO has more 








power and will tamp more ties better e Will tamp cemented ballast e 


Will not tie up the tracks e¢ May be used for other work when not 


amping e No expensive equipment to be tied up for months each year 

tamping e N quipment to be tied up f th hy 
For more information 
write today to the Barco 


Manufacturing Co., 1805C 


U N j T T Y T A M b £ R S Winnemac Avenue, Chi- 


cago 40, Illinois. In Can- 
ada: The Holden Co., 
FREE ENTERPRISE—THE CORNERSTONE OF AMERICAN PROSPERITY | Ltd., Montreal, Canada. 
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Another great 2/ESE] cerpjc*... capacity 25 tons 


About 2! » years ago, American Hoist formally in- 
troduced the DiEsELEctTRIc locomotive crane princi- 
ple in the now-famous Model 840, of 40 tons capacity. 
Since that time, more than 100 of these units have 
been built and sold . . . and not one diesel crane of this 
size has been sold in the United States. 

Responding to insistent demand, we have now 
adapted the principle of ‘‘diesel power to the deck, 
electric power to the trucks” in this 25-ton model— 
the most widely used size of locomotive crane. While 


American Hoist 


and DERRICK COMPANY 


St. Paul 1, Minnesota 


Plant No. 2: So. Kearny, N. J. 
Sales Offices: NEW YORK + PITTSBURGH « CHICAGO 
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use postcard, pages 


it is of the same basic design as the Model 840, it 
has even more money-saving features. Offers 25% 
to 50° maintenance savings, like the 840. Pays for 
itself in a few short years. 

Whether your next crane will be bought next week 
or next year, you should have the facts about the 
American 25-ton DrEsELEcTRIC now. To get them, 
mail the coupon below. 


* Diesel-Electric Locomotive Crane, Patent No. 2083460. 
Touch Control, Patent No. 2370856. 

















= 
9618 | 

. ° | 

American Hoist | 

and DERRICK COMPANY | 

St. Paul 1, Minnesota | 

@ Please send information on the new 25-ton | 
American DiesELectric Locomotive Crane. | 

Name == ae ee 
Company. | 
Address ae SS te eee ; 
NR sihacieaepaipieccacinaitch en ee | 
all 
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Flintkote employs experienced technicians ...Research 
Specialists who spend every working day tracking 
down new facts on materials and methods that can im- 
prove or broaden Flintkote’s wide line of products for 
industry. 


Housed in 24 separate, efficiently equipped labora- 
tories...in one of the most modern el in the 
country ... these technicians set the pace for Flintkote 
plants from coast to coast. This assures better products 
and better results consistent with lowest possible costs 
... for you. 


These researchers understand what makes business 
“tick,” too. And they accept new product requirements 
as arecurring challenge. Also, the quality of our mate- 
rials that have been in use for decades is carefully 
checked for today’s applications. 

So, if you are a user, or a potential user of Flintkote 
Industrial Products for construction, manufacturing or 
converting, remember that these trained specialists are 
at your service, to help find the solution to your prob- 
lems. Full scale testing and pilot production methods 
are available under one roof. And, they'll follow 
through in your own plant if you wish. 


Whether your requirements are coatings, adhesives, 
binders, floorings... asphalt, rubber or resin com- 
pounds... Automotive, Marine, Railroad, Construc- 
tion, Building Maintenance products... see what we 
have now and can offer you for the future. 


THE FLINTKOTE COMPANY 


Industrial Products Division 
30 Rockefeller Plaza, New York 20, N. Y. 


Atlanta « Bost e Chicago Heights + Detroit * Los Angeles 
New Orleans + Washington « Toronto ¢* Montreal 





Froducts for Industry 
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FLINTKOTE 


PRODUCTS 
SALES 





Testing effective coverage 
of asphalt coatings. The 
metal plate with coating is 
grounded and a charge is 
placed in the metal bristles 
of the brush. Even the small- 
est rupture in the film prod- 
uces a visible spark, indicat- 
ing incomplete protection. 





Summerand Winterclimate, 
rain and burning heat are 

roduced in the Research 

aboratory. This Twin-Arc 
Weather-Ometer provides 
accurate control of acceler- 
ated weathering tests. Prod- 
ucts designed for exposure 
must survive for many years. 


use postcard, pages 103-104 


Among Flintkote’s many 
productsisalineofasphaltic 
Spray-on sound deadeners 
to quiet metal vibration 
noises. In a specially-built 
sound-proof room, an elec- 
tronic device measures the 
ability of various coatings 
to meet rigid specifications. 





This small mill is used to 
break down various rubber 
materials to the right con- 
sistency for use in new 
products or processes. Full 
size operation followsinthe 
production of versatile fluid 
rubberandrubber-likeadhe- 
sives, coatings and the like. 
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QUALITY CONCRETE 


for enduring, economical structures 





IGH BRIDGES like this one on the Kansas City 
H Southern Railway near Kansas City are espe- 
cially vulnerable to the destructive forces of weath- 
ering. Yet this concrete arch bridge has suffered 
little from more than 20 years of continuous 
exposure to wind, rain, snow, sleet, heat, cold and 
frequent freezing and thawing cycles. 


Such resistance to weathering is typical of quality 
concrete construction. Concrete structures can be 
designed to withstand any natural wearing action— 
underwater, underground or in the atmosphere. 











In the long run durable construction is the most 
economical too. Structures that resist weathering 
last longer and need less maintenance. That’s why 
concrete is Jow-annual-cost construction. 


Durable, economical structures are the result of 
applying proven principles and procedures of qual- 
ity concrete construction. These principles and pro- 
cedures are fully described in a new 70-page 
illustrated book, ‘‘Design and Control of Concrete 
Mixtures.” Write for your free copy today. It is 
distributed only in the United States and Canada. 











PORTLAND CEMENT ASSOCIATION 


DEPT. 2-27, 33 WEST GRAND AVENUE, CHICAGO 10, ILLINOIS 


A national organization to improve and extend the uses of portland cement and concrete through scientific research and engineering field work 
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Use the 
Oxyacetylene flame processes! 


Airco Railroad Service Representatives recently 
supervised the fabrication of rigid frogs in a large 
railroad shop. They observed costs and results. On 


the basis of this experience, they recommend: 


For Bending — heat both the wing rail and the long 
point rail in required places with the oxyacetylene 
flame. This simplifies the actual bending operation 


— cuts time and cost. 


For Cutting — make the two cuts on ball and the two 

on the base of long point rail with the 

Airco No. 10 Radiagraph (portable, 

— — oxyacetylene gas cutting machine) and 
Cutting Wing Rail After Bending . , 

using the same machine make the neces- 


‘ 


sary cut on the wing rail. 


This type of cutting operation was 
found to be far more economical and 
less time consuming than doing the 


same job by other means. 


For more information about the 
above job and other oxyacetylene flame 
or arc welding applications, write your 


Cutting Long Point Rail ‘ 
salen tins nearest Airco office. 


Both Rails After Bending, 
Cutting and Finishing 





Coste Come Down Under The pbiree Plan 
Air REDUCTION 


Offices in Principal Cities 





Headquarters for Oxygen, Acetylene and Other Gases... Carbide... Gas Cutting Machines... Gas Welding Apparatus and Supplies ... Arc Welders, Electrodes and Accessories 
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PENNSYLVANIA RAILROAD 
_ Uses 





On Steel Deck 
Bridges 


Two Steel Deck Bridges at Baltimore, Maryland 
Equipped with Fabreeka Pads 


Close-up photograph of a short section of 
rail on one of the single track bridges which 


Because Fabreeka absorbs impact and isolates transmitted 
eliminate grade crossings between Baltimore 


end Sperows Point, Marylend. The lower vibration it greatly reduces the tendency for cracks to develop 
photograph shows a length of track on the in the steel decking. Its use also permits the elimination of 
other bridge of this type in this neighbor- ties which saves approximately 8” of track fill approaching 
. Iti ubl k st ; ; ‘ 
ae a ee ee the overhead type bridge. For an underpass the same saving 


On both bridges Fabreeka Pads were in- is possible in excavation. 
stalled between the steel deck and the base 


of the rail and also between the top of the 


sail iin dah tis alien: dies es hiea The isolation of rail and fastenings on deck bridges very 


impact shocks, isolate transmitted vibration noticeably reduces the noise of train crossings. And, the 
and reduce noise. clips stay tighter longer. 


Because it has limited resiliency, no permanent 
“set” and extremely long life Fabreeka is the ideal 












material to absorb impact shocks, isolate trans- 
mitted vibration and reduce noise. It is widely 
used in track structures at such points as crossings, 
turntables, track scales, in place of ties on steel 
and concrete deck bridges, and between bridge 


supports and concrete foundations. 


K Pays to Specify 





FABREEKA PRODUCTS COMPANY, INC. 222M SUMMER STREET, BOSTON 10, MASS. 
TS TE LL Lc a 
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4 Tamper wrrirs 


re also IDEAL For 2-MAN 5 





ECTION GANGs 


TOPS FOR EXTRA GANG SERVICE, TOO! 


i In the reorganization of track maintenance crews to beat the 40-hour week, 
don't overlook the fact that with the Jackson M-2 Power Plant, which operates 
1 to 4 Jackson tampers, you have the perfect nucleus for achieving the ideal 
tamping combination for either 2 or 4-man section gangs and extra gang 
service as well. 






























































If, up to the present time, you have been using 
this equipment as 4-tamper outfits, but now 
require 2-tamper outfits, remember that by 
simply purchasing an extra M-2 Power Plant 
each 4-tamper outfit can be made to ideally 
equip two 2-man section gangs. If bought 
initially as 2-tamper outfits, two additional 
tampers can be added at any time to equip 
a 4-man section gang. Furthermore, for major 
ballasting operations, the 4-tamper outfits can be 
grouped in extra gang service with results that are 
surpassed only by the Jackson Multiple Tamper. 


For flexibility of use, high production and the 
firmer longer-lasting tamping job that saves 
redoing, this equipment is by all odds your 
best bet for the overall job of track mainten- 
ance. Let us tell you more about it. 





The M-2 Power Plant mounted 
Outrigger — easily towed along 


es * Aee 2. 


tamper operators 


ELECTRIC TAMPER & EQUIPMENT CO., y 
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IMPORTANT NOTICE 


Pullman-Standard power 
track maintenance machines 
are available to railroads in 
any of the following ways: 


1 By outright purchase. 
2 On installment terms. 


3 By rental, with option to 
purchase. 


Further information will be 
promptly supplied. 





LeveL BEST ised 


ben a 
ade “TRACK AT ITS 

. LS hs LEVEL BEST” 
fe & fully describes and 

= pictures these 
money-saving machines. You are 
invited to write for a copy of this 
24-page brochure. 












FOR THE 
RAILROADS 


When Pullman-Standard Power Track 
Cribbers start digging ... 














a we dig into just one of numerous case histories, 
and let the results recently reported by a leading rail- 
road system tell their own story .. . of ‘‘gold-mining’’ 
performance by Pullman-Standard Power Track Cribbers. 


DATA FILE “X" 


CRIBBING WITH POWER TRACK CRIBBER 
Type of ballast: hard, cemented rock. 
Single-track operation. 

Total cribs cleared: 10,108. 
Cribs per minute: 1.8. 

Time per crib: 32.8 seconds: 
Labor cost per crib: 13.8¢. 
Labor cost per mile: $430.00. 


COMPARISON WITH HAND CRIBBING (estimated) 
Labor cost per crib: 61.5¢. 
Labor cost per mile: $2,000.00. 
SAVING—MACHINE vs. HAND CRIBBING 
In labor cost per mile: $1,570.00 (78%). 


Mechanized track maintenance with Pullman-Standard 
equipment offers proved economies, to set against in- 
creased wages and the 40-hour week. The Pullman- 
Standard Power Track Cribber alone can effect great 
savings—and its teammates, the Ballast Cleaner and 
the Ballaster, may be used with it, in production-line 
sequence, to save additional costly man-hours. 

These economies are facts of record, in instance after 
instance. They are worthy of the most careful consider- 
ation in any railroad’s current budget planning. 
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Subject: Keep Thinking 


February 1, 1950 


Dear Readers: 


The welfare of your industry demands more ideas from you. The progress of 
civilization has been based upon ideas. Individual industries have prospered 
or languished—even died—depending upon the degree of life that has been in- 
fused into them by ideas. Your railroads are no exception. Changing economic 
conditions, competition, and even social tastes and whims, are demanding con- 
stant change on the railroads to produce greater economy, improved quality and 
safety of service, and the lowest possible service charges. If these changes 
do not keep pace with or ahead of demands, your industry, no matter what its 
indispensability in the past, will wither and die. 


You, the readers of this publication, representing a large and important 
segment of railroad personnel, have a vital responsibility in this battle of 
wits to keep your industry in the forefront—ahead of all economic and service 
demands. You have a responsibility to yourselves as well as to your industry, 
and will benefit assuredly as your industry benefits. 


There is no room for the thought that "it can’t be done"-—-that "the well of 
helpful ideas has been exhausted". There is no room for the "let-—George-—do-it" 
attitude. That the bottom of the barrel has not been reached, and, with con- 
stantly changing conditions and demands, never will be reached, is demonstrated 
conclusively in the fact that the some 36,000 employees of the Illinois Central 
alone have contributed more than 291,000 ideas to that road’s Suggestion System 
since it was inaugurated in 1939, more than 50,000 of which have been adjudged 
worthy of adoption, and awards, by the road’s management. Furthermore, whereas 
49,000 suggestions were received in the first three years that the system was 
in effect, more than 87,000 ideas were submitted by employees during the three 
years ending December 31 last. 


Which of you will say that the ultimate has been reached in the construc— 
tion or maintenance of railway tracks, bridges, buildings or water service 
facilities? — that the peak of efficiency has been reached in present methods, 
practices or work organizations? Why, there are even those who would question 
some of the very basic features of the designs, methods and organizations 
presently employed. These and others will render the industry an invaluable 
service if they will keep on questioning, thinking, suggesting, until they are 
proved right or wrong. 


Our suggestion is, let’s make 1950 an "idea year". Never undertake any- 
thing, no matter how little, without first thinking, questioning—can it be 
done better, safer, or more efficiently? 


We of Railway Engineering and Maintenance are trying constantly to give you 
ideas to help you in your work, and to form through our publication a place of 
exchange for your ideas. At the same time, we are always trying to develop new 
ideas to make Railway Engineering and Maintenance more helpful to you, and will 
always welcome your suggestions to that end. Let’s do more real intensive 
thinking in 1950—all of us. 


Sincerely, 


Nek fl Mowakh 


Editor 


MEMBERS: AUDIT BUREAU OF CIRCULATIONS AND ASSOCIATED BUSINESS PAPERS, INC, 
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When you 
use the 
RACO 

TIE 
BORER... 


Rail holds its 


line better. 


Another 


Money 


Saver! 





Railway Engineering «1 Maintenance 





Breaks 


Frozen musts... 


Rugged but 
Light... 


Accurate 
torque... 


Fast, Efficient. 
A great money saver. 
Track Wrench Chuck Unit 


for vertical driving 
of rail clips and screw spikes 


For additional information, use postcard, pages 103-104 February, 1950 121 
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Constant improvement, constant redesigning to meet the maintenance needs of today—and 
tomorrow—is part of the 40-year tradition of Fairmont. A good example is the new Fairmont 
Quick-Clear Oil Sprayer (W72 Series A). This unit sprays heated oil, under pressure, on both 
sides of angle bars and switches. This new unit is much lighter in weight than other sprayers 


and is equipped with pneumatic set-off wheels for easy, fast removal from tracks. This adds 


greatly to operating efficiency especially in sections where railroad traffic is rather heavy. 


Into this specialized unit have been built all the best ideas of sound design, as well as the finest 
functioning parts—and something more—the reputation of Fairmont for building with an eye 
to the job and to the necessity of dependable operation at the lowest possible cost always. 


FAIRMONT RAILWAY MOTORS, INC., FAIRMONT, MINNESOTA 
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EDITORIALS 








Freedom — 


A Constant Fight Is Necessary to Protect It 


The people of the United States—leaders of industry, small business- 
men, farmers, and workers in all lines of endeavor—are beginning to 
awaken to the threat of national socialism in our country. It is high time 
they were doing so; there is no time to waste. 


Freedom of enterprise, under sound economic control and regulation, 
has been the foundation of our national greatness and of a standard of 
living unequaled anywhere else in the world. For more than 150 years it 
has demonstrated its superiority over all of the isms that have been 
concocted by man. But this superior way of life is being challenged, even 
jeopardized, by the growth of cleverly disguised socialistic movements; 
propounded and nurtured by many both within and outside of govern-! 
ment, largely for political purposes, which are too often condoned and 
abetted, largely in ignorance of the ultimate consequences, by industries, 
businesses and workers seeking temporary advantages. There must be an 
awakening—a rude awakening—especially of those engaged in trans- 
portation. 


But that a heartening awakening to the dangers of a socialistic state is 
taking place is seen in the Freedom Committees, representing all business 
and industry, that are being formed throughout the country to consolidate 
all forces in the fight to preserve freedom and free enterprise. Touching 
off this new counterattack against government encroachment upon 
business and industry—and all those engaged in it—through the growth 
of regulation, favoritism, restrictive laws, and the assumption of power 
by administrative bureaus, was a huge Freedom Dinner held in Chicago 
recently under the rallying cry, “Let Freedom Ring Forever.” Speakers 
at the dinner, which was attended by approximately 1400 business leaders 
representing 23 major organizations, included Ray B. Wiser, president 
of the California Farm Bureau Federation, Henry S. Sturgis, vice-presi- 
dent of the First National Bank of New York, Dr. Robert E. Wilson, chair- 
man of the Board of the Standard Oil Company (Ind.), and Donald Conn. 
executive vice-president, Transportation Association of America—all of 
whom, of one accord, warned of the sinister forces that are undermining 
the economic structure of the country and urged united, aggressive action 
against them. Speaking for agriculture, Mr. Wiser said that we have 
been asleep for 30 years, oblivious to what has been taking place at 
home and abroad, and have awakened suddenly to find that our democ- 
racy has kecome a government of high-pressure groups; that bureauc- 
racy has e~panded. with regimentation the order of the day; that class 
has been arrayed against class; and that free enterprise is being taxed 
out of existence. “Farm people,” he said, “do not want to become tke 
economic slaves of other groups, nor the economic and political slaves 
of government. We want all individuals and all groups to be free. We do 
not want a government which controls us, but one which serves us.” 


Mr. Sturgis asserted that labor is the silent partner of capital, and 
said that if the advantages of the capitalistic system are to be preserved, 
the worker will have to be satisfied with his 85 per cent share of produc- 
tion. He estimated that federal, state and municipal governments are 
taking about 30 per cent of our national income, and said—“that is not 
taxation, that is confiscation, discouraging the incentive of individuals 
so much needed in our dynamic economy.” “Do we want likerty or 
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security?” he asked. The history of the world, he 
said, has shown that those who choose security 
loose both. 

Dr. Wilson warned that “our real danger is 
revolution by nibbling, and that the “nibbling 
process” is far advanced. Under this process, he 
said, “‘the tax burden is crushing, incentives have 
keen weakened, the shortage of equity capital is 
serious, more and more industries are hampered 
by unnecessary regulation, and there is more and 
more government competition.” “We must real- 
ize,” he continued, “that an attack on the freedom 
of one is an attack on the freedom of all.” 

Representing transportation, Denald Conn de- 
clared that bureaucracy is pushing industry 
down the path to nationalization and seeks to 
destroy the confidence of private investors in this 
field. ‘‘The managers of power-politics at Wash- 
ington,” he said, “are using transportation as the 
spearhead to impose the ‘planned economy’ of 
socialism upon the people of America.” 





Is all this the exaggerated scare talk of cap- 
italists, disgruntled people out of power, and 
those antagonistic to the present administration? 
Anyone who thinks so should read the book “‘The 
Road Ahead,” by John T. Flynn, or at least the 
condensation of it which appears in the current 
issue of Readers Digest. Of this book, which un- 
masks the grave threat of national socialism, the 
New York Daily News has said editorially, “This 
kook names names, rips off disguises, exposes 
many a fake lover of the people, and cites chapter 
and verse.” 

Indeed, there must be an awakening to this 
grave situation, an awakening by all thinking 
people. And the railroads, and all those industries 
that supply the needs of the railroads, should be 
in the vanguard of the counterattack, because, 
even as this is written, the greatest and most 
imminent danger to the free enterprise system 
of cur country lies in the attempt of many, both 
in and out of power, to strangle the railroads. 








F. S. Schwinn 


February 1, 1950 


To THE READERS OF 
RAILWAY ENGINEERING AND MAINTENANCE: 


Those of you who are members of the American 
Railway Engineering Association have been fully 
informed regarding the next annual meeting of the 
Association, to be held in the Palmer House, Chi- 
cago, March 14, 15 and 16. Therefore, these words 
are directed particularly to all others interested in 
railway construction and maintenance work. 

The problems of railway construction and main- 
tenance are gradually but surely becoming more 
complex. Therefore, only through close contact 
with these problerts and their recommended solu- 
tion may the interested be sure of keeping abreast 
with the ever-changing picture. Attendance at our 
annual meeting in March will provide you with a 
rew approach to your problems, and will afford 
you an opportunity of contacting members of the 
Association and of hearing the many highly in- 
teresting committee reports to be presented. 

A year ago the A.R.E.A. closed its first half cen- 
tury of service to the American railway industry. 
Attendance at this year’s meeting will give you the 
opportunity of seeing and knowing how the associa- 





AN INVITATION TO YOU — 


Readers are invited by President Schwinn 
to attend the annual meeting of the Amer- 
ican Railway Engineering Association in 
Chicago, March 14-16, and are promised a 
highly 


interesting and profitable time 


tion has started its second half century. Reports 
covering the year’s work will be presented by 21 
standing committees. These will include important 
conclusions and recommendations, as well as re- 
visions of Manual material. In addition to the re- 
ports required by the assigned subjects, a number of 
committees will present short discussions of special 
topics falling within the scope of their work, which 
are expected to be of general interest to all railway 
engineering and maintenance men. 

Although there will be no exhibition of railway 
appliances this year coincident with the A.R.E.A. 
meeting, a very worth-while added attraction will 
be afforded in an opportunity to inspect the new 
$600,000 research laboratory constructed by the 
A.A.R. on the campus of the Illinois Institute of 
Technology. This 50-ft. by 218-ft. two-story struc- 
ture will house highly specialized electrical, me- 
chanical and container testing laboratories, and the 
offices of the engineering research staff. The fact 
that the A.A.R. has provided these modern facilities 
indicates the recognition that is being given to 
scientific research. The A.R.E.A. also functions as 
the Construction and Maintenance Section of the 
Engineering Division, A.A.R., and, through its sev- 
eral committees, works closely with the A.A.R. re- 
search staff in the analysis, interpretation and ap- 
plication of the extensive and extremely importart 
research results. 

I can assure you of a very profitable March visit 
to Chicago and the A.R.E.A. annual meeting. I sin- 
cerely hope you will accept this invitation to attend. 


F. S. ScHwInn, 
President, 
American Railway Engineering Association 
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During the last three years the 
Chicago, Burlington & Quincy 
has placed in service 29 Jack- 
son Mulitple Tampers to mech- 
anize the tamping work of its 
ballasting gangs, with the re- 
sult that the production rates 
of these gangs have been dou- 
bled. Details concerning the op- 
eration of these machines and 
the benefits being realized are 
presented in this article. 








_ 


Two views of the 
Jackson Multiple 
Tamper in opera- 
tion on the Bur- 
lington. Operated 
by one man, each 
machine performs 
the tamping work 
of 24 men, and pro- 
duces savings in a 
single season more 
than sufficient to 
cover the _ initial 
cost of the unit. 
Use of these ma- 
chines for tamping 
work on the Bur- 
lington has doubl- 
ed production rates 
of ballasting gangs 


Multiple Tampers 
Offset High Labor Costs 


e The Chicago, Burlington & 
Quincy has tackled in earnest the 
problem of holding down costs 
of resurfacing in the face of rising 
wages for track labor. In the last 
three years it has placed in serv- 
ice 29 Jackson Multiple Tampers 
—enough such machines to mech- 
anize the tamping work of all bal- 
lasting gangs on the system. As 
a result such gangs on this road, 
using about the same number of 
men as before, now move along 
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Ou the Surlingtou 


twice as fast as they did when 
the ties were hand tamped. The 
savings produced by each ma- 
chine in a single season are more 
than sufficient to cover the initial 
cost of the unit. 

The road reports that the Jack- 
son Multiple Tamper performs 
the work of 24 men, who are now 
used for other work in the gang. 
Records of operating results in 
1948 revealed that, compared 
with previous methods of tamp- 
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ing, 11 machines saved $221,809 
in tamping 363 mi. of track. An- 
other benefit that the road reports 
through the use of these machines 
is that they produce finished work 
far superior in quality and dura- 
bility to that attained in hand 
tamping. This is due to the more 
uniform compaction of _ ballast 
that is achieved in the machine 
tamping. 

As the result of its experience 
with a single machine of this 
type acquired the year before, the 
Burlington purchased 18 of the 
Jackson Multiple Tampers in 
1948. The other 10 machines were 
placed in service in 1949 as a re- 
sult of the impressive savings 
realized in the 1948 operations. 

The Jackson Multiple Tamper 
is an on-track self-propelled ma- 
chine equipped with 12 individ- 
ual, electric vibratory tampers. 
The tamping units are attached 
by cradle mountings to a trans- 
verse crosshead in an arrangement 
that permits eight-point tamping 
of each tie, with 4 tampers out- 
side each rail and 2 inside. The 
crosshead is mounted on the front 
end of a four-wheel carriage by 
means of a cantilever arm ar- 
ranged to move in a_ vertical 
plane. In operation the crosshead 
and attached tampers, controlled 
by a single valve, are raised hy- 
draulically and lowered by grav- 
ity. The machine is moved from 
tie to tie by the operator with 
the aid of a hand-wheel drive. 

The electric tampers are mount- 
ed in such a way that the blades 
of each pair of opposed tampers 
incline toward one another under 
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This Multiple Tamper is tamping, with old ballast, a 314-in. track raise made, primarily, to facilitate tie renewals 


the tie. The mounting is also such 
that the tamping blades automat- 
ically seek out and consolidate the 
areas of least resistance. Since the 
tamping unit is suspended in ad- 
vance of the carriage, the weight 
of the machine is always support- 
ed on tamped track. 

The Multiple Tamper is pow- 
ered by a 20-hp. gasoline engine 
which drives the generator for 
the electric tampers, operates the 
hydraulic pumps for raising and 
lowering the crosshead, and pro- 
pels the machine along the track 
when running to and from the 
point of work. The generator > 
plies 3-phase, 110-volt, 60-cycle 
current for operating the tampers, 
and is equipped with a single- 
phase outlet for the operation of 
lights and electric tools. The ma- 
chine can travel to and from the 
job site at speeds up to 20 m.p.h., 
and may be removed from the 
track, when necessary, at a pre- 
pared set-off by three men in 
about two minutes. 


Ballasting Operations 


During the off season the tamp- 
ing machines are sent to the Bur- 
lington’s shop at Havelock, Neb., 
where they are given necessary 
repairs in preparation for the next 
season’s work. Distribution of the 
machines over the system during 
the working season is governed 
by the ballast program, and is 
carried out under the direction of 
the road’s engineer of _ track. 
When available the machines are 
also used effectively in spot-tamp- 
ing work. 

Ballasting operations on the 
Burlington include tie renewals 
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as well as resurfacing. Therefore, 
the work is usually accomplished 
in two distinct track raises. The 
primary purpose of the first raise, 
tamped with the old ballast, is to 
facilitate tie renewals. Resurfac- 
ing on new ballast is accomplish- 
ed in the second raise. Both 
raises are accomplished with the 
aid of a power jack. 


Making the First Raise 


In making the first raise, which 
averages 3'2 in., the power jack 
works far enough in advance of 
the tamping machine to keep the 
latter from crowding the _ tie- 
renewal gang working between. 
The power jack raises the track 
at each joint, while any sags be- 
tween are raised by small track 
jacks. The joint ties are then hand 
tamped to hold the raise until the 
machine has passed them. With 
the machine the actual tamping 
work requires an operator, and 
one man on each side hand feed- 
ing ballast to the tampers. 

In the second raise fouled bal- 
last is removed from the cribs and 
enough new ballast is unloaded 
to provide, on the average, a 6-in. 
lift. Usually, both raises are made 
with the same gang. Occasionally, 
however, two gangs, each with a 
Multiple Tamper, are used. In 
double-track territory train delays 
are eliminated by using the detour 
system, in which the trains are 
routed over the other track in the 
vicinity of the work. 

The number of men used in the 
ballasting gangs varies, depend- 
ing on their availability, the num- 
ber of ties to be removed, and the 
amount of the track raise. Three 


different types of ballast are used 
on the road—crushed stone (1% 
in. maximum size), crushed slag, 
and gravel — and the Multiple 
Tampers are used for tamping ties 
in all three types. 


Production Rates 


During 1948 and 1949 the Bur- 
lington used the Multiple Tamp- 
ers in reballasting a total of 1193 
mi. of track. In the straight re- 
surfacing part of this work, ice., 
in the second raise, production 
rates of the machines hit an aver- 
age of nearly 3,000 ft. of track 
per day. For the complete job, in- 
cluding both the first and second 
raise, the average production, of 
course, was lower than _ this, 
amounting to 1720 ft. of track per 
day. The difference is attribut- 
able primarily to delays to the 
machines occasioned in making 
the first raise due to the fact that 
the ties could not be renewed 
fast enough to keep the following 
machine tamping continuously. 
However, to eliminate the ma- 
chine delays due to this cause, it 
would be necessary to renew the 
ties in advance by digging them 
in, a procedure that is considered 
far more expensive than renewing 
the ties while raising track. 

This problem is now under 
study on the Burlington. A vos- 
sible solution, now under consid- 
eration, is to revamp the gang or- 
ganization in such a manner as to 
retain the economic advantages 
of renewing ties when raising 
track while at the same time per- 
mitting the full potential produc- 
tivity of the machines to be real- 
ized. 
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e The “Automatic” Sprinkler Cor- 
poration of America, Youngstown, 
Ohio, has recently designed a 


complete fire-protection system 
for industrial applications, which 
employs AER-O-FOAM liquid, 
consisting of hydrolyzed protein 
manufactured from a soya bean 
base, as the extinguishing agent. 
Applications for this equipment 
include a number of uses in the 
railway field, particularly at Die- 
sel locomotive fueling stations, 
tank-car unloading points, oil 
storage tanks, waste - cleaning 
plants and similar locations. 

Briefly, the new system involves 
a foam storage and injection sys- 
tem, and piping system to convey 
the AER-O-FOAM liquid and 
water to one or more distribution 
systems, each including a number 
of overhead foam aerating and 
discharge devices. Portable hose 
stations may also be included in 
the system. Control of the system 
is by means of pneumatic heat 
detectors, known as Heat Actu- 
ated Devices (HAD’s), which are 
strategically located throughout 
the protected area. A sudden in- 
crease in temperature near one of 
the HAD’s causes expansion of the 
air within it, driving air through 
a system of small copper tubing 
to a mercury check valve and 
causing it to function. placing in 
operation a system of levers. 

The action of the lever system, 


FIRE PROTECTION — 
Automatic System 
Lays Foam Blanket 
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Above—Within 20 
sec. after opera- 
tion of the valve 
AER-O-FOAM is 
being discharged 
from all nozzles. 
Left—In 3.3 min. 
the depth of foam 
amounted to 7 in. 


in turn, causes the main control 
valve — a special valve known as 
a Rate-of-Rise Suprotex-Deluge 
sprinkler system valve — to open 
and release water into the system, 
and also starts a foam injection 
pump which releases the AER-O- 
FOAM liquid to the fire-protec- 
tion system. 

The foam storage and injection 
system includes a double com- 
partmented foam-liquid storage 
tank and a small foam injection 
pump, drawing from the tank. 
One side of the foam-liquid stor- 
age tank is always open to the 
pump, while the other side is 
kept closed so that the system may 
be immediately returned to serv- 
ice following a fire. When mixed 
with water and aerated, the foam 
liquid in one compartment of an 
800-gal. storage tank will form 
58,000 gal. of mechanical foam. 

The design of the system is such 
that the volume of foam discharg- 
ed will cover the protected area 
at a rate of about two inches of 
depth per minute, causing, it is 
said, the extinguishment of a fire 
in less than three minutes from 
the time of origin. 

The first installation of the 
“Automatic” AER-O-FOAM § sys- 
tem was made at the plant of the 
Schenectady Varnish Company, 
Schenectady, N. Y., where such 
inflammable liquids as naptha and 
benzol are stored and handled in 















large quantities. Tank cars are un- 
loaded along a single spur track, 
flanked on one side by a building 
and on the other by a number of 
storage tanks. 

The protected area varies in 
width between 25 ft. and 40 ft. 
and is about 450 ft. long. It is 
divided into three areas, each pro- 
tected by a separate AER-O- 
FOAM system, complete with a 
six-inch Suprotex-Deluge control 
valve. Each system is provided 
with 16 or 17 of the foam aerating 
and discharge nozzles. The foam- 
liquid storage tank has a capacity 
of 800 gal. 


Service Tests 


Service tests conducted in this 
installation included the standard 
acceptance tests and also a full- 
scale test of one of the systems. 
This test was started by applying 
a heat-testing pan to one of the 
HAD’s. Within 18 sec. the HAD 
had functioned and caused the 
proper Suprotex-Deluge valve to 
operate. Within 20 sec. after the 
operation of the control valve—38 
sec. after the test was started— 
the discharge nozzles of this sys- 
tem were releasing AER-O-FOAM 
at full efficiency. The system was 
allowed to operate for approxi- 
mately 3.3 min. and used about 
190 gal. of foam liquid during 
this period. 

The foam coverage of the area 
protected by this system was ex- 
cellent—a blanket of approximate- 
ly seven inches of foam having 
been laid over the unloading 
track. Removal of the foam 
blanket proved to be simple, since 
the foam dehydrated within a few 
— and actually dissipated _it- 
self. 
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A unique method was employed 
for dismantling the Monon’s Wa- 
bash River bridge when it re- 
placed the old truss spans with 
new deck plate-girder spans. 
Considerable savings were ef- 
fected in the cost of the bridge 
rehabilitation through a _ pro- 
cedure in which, using launch- 
ing beams, the old spans were 
dropped into the river, and 
then cut up and dragged out as 
scrap. New spans of shorter 
length were installed by a 
crane without use of falsework. 





e Realization of the maintenance 
engineers dream of being able 
quickly to brush aside an obsolete 
structure and replace it with a 
new one was largely accomplished 
when the Monon recently renewed 
its Wabash River bridge near 
Delphi, Ind. The old structure, 
located on the Chicago-Indiana- 
polis main line, could not carry 
present-day traffic loads at the 
desired speeds. Consideration was 
given to making a line change, 
including the construction of a 
bridge on a new and better align- 
ment, but because it would cost 
approximately $3 million this idea 
was abandoned, and a new plan 
was adopted which called for drop- 
ping the old truss spans into the 
river one by one by means of 
launching beams, and replacing 
them with deck plate-girder spans 
about half as long as the original 
spans. 

The old structure was a single- 
track bridge 1,212 ft. long, and 
consisted of seven pin-connected 
through truss spans flanked on the 
north by a 33-ft. I-beam approach 
span over a public road, and on 
the south by two 75-ft. deck plate- 
girder spans. Four of the truss 
spans were 148 ft. long, two were 
147 ft. long, and the other was 123 
ft. long. 

A history of this bridge shows 
that the I-beams of span No. 1 (see 
drawing) were placed in 1909 and 
were designed for Cooper's E-50 
loading. Spans No. 2 to No. 6 
were through truss spans con- 
structed in 1905 for E-40 loading. 
Spans No. 7 and No. 8, also 
through truss spans, were con- 
structed in 1892 for E-37 loading, 
while spans No. 9 and No. 10 were 
deck plate-girder spans, also con- 
structed in 1892 for E-37 loading. 
Base of rail ranged from 25 ft. to 
46 ft. above the ground line. The 
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Truss span No. 5 (foreground) on the morning of its launching day. It is resting 
on roller nests which are supported on launching beams blocked up on the old piers 


Old Bridge Spans Launched 


structure was supported on nine 
piers and two U-type abutments, 
all founded on rock lying from 
41 ft. to 45 ft. below base of rail, 
which were constructed of coursed 
ashlar limestone. 


Unique Dismantling Suggested 


The age of the structure, its 
light design and the rather steep 
grades across it were all against 
perpetuating this bridge. Although 
repairs had been previously made 
from time to time, there was 
severe wear of the steel at the 
pin connections of the trusses, 
and two of the spans were in such 
a weakened condition that they 
were each assisted in support by 
eight wood helper bents. Little 
more could be done to strengthen 
the bridge in an economical man- 
ner. Moreover, there was no value 
in the steel except as scrap—a situ- 
ation which gave birth to the idea 
of getting the old steel out of the 
way regardless of what damage 
might occur to it, that is, by drop- 
ping the spans to one side, and re- 
placing the structure without the 
need of falsework, thus effecting a 
substantial saving in the new con- 
struction. 

Part of the plan was to replace 
the truss spans with deck girder 
spans of half the lengths of the 
old spans, thus permitting the 


quick installation of the new spans 
by means of one erecting crane. 
Also, it was decided to establish 
a uniform grade of 0.53 per cent 
across the bridge and the ap- 
proaches, as compared with the 
previous maximum of 1.68 per 
cent. The whole project was esti- 
mated to cost only $300,000, or 
only 10 per cent of that required 
for the line change. 


Prepakt Concrete Used 


The procedure adopted called 
for the construction of new inter- 
mediate piers between the old 
truss-supporting piers. Work was 
begun on the construction of the 
new intermediate piers on Septem- 
ber 15, 1948, and the last one was 
completed on August 18, 1949. 
These are of reinforced concrete, 
34 ft. to 39 ft. in height, and were 
constructed in three pourings us- 
ing the Prepakt method in which 
the coarse aggregates are placed 
and tamped in the forms and are 
then solidified by injecting cement 
grout under pressure. Anchor bolts 
were set in the new piers at the 
time of construction. 

While the new piers were be- 
ing constructed, the old structure 
was raised on _ blocking and 
wedges to the new _ established 
grade, and the bridge seats of the 
old piers were altered to adapt 
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Span No. 5 has now been rolled out to end of the 
near launching beam and almost so at the far beam 


Into River 


them to receive the new deck 
girders. After completing the 
bridge-seat alterations, the old 
piers were strengthened by pres- 
sure grouting. 

The renewal of the superstruc- 
ture was carried out in eight ma- 
jor operations; one for each of the 
seven truss spans and another for 
replacing the two southerly girder 
spans. The work commenced at 
the south end and _ progressed 
northerly, except that the replace- 
ment of spans No. 3 and No. 4 
was made the last two operations. 
These spans were made 98 ft. 3 
in. long to comply with a stipula- 
tion of the Indiana Flood Control 
Commission. This necessitated the 
abandonment of old pier No. 3 as 
a support for the new girder spans 
and the construction of a new 
pier (No. 2A) 25 ft. to the north. 

Work carried out in advance of 
the launching of each truss span 
required an average of about sev- 
en working days. This work in- 
cluded the jacking up of the truss 
span ends, the insertion of a 
launching beam and two roller 
nests under each end, and the 
lashing of these beams to the 
piers; the setting up of hoists and 
launching rigging; the setting of 
new anchor bolts and shoes; burn- 
ing away any steel connections be- 
tween contiguous spans, such as 
between spans No. 7 and No. 8 
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The welder having severed the tie-down cable with his cutting torch, span 
No. 5 is shown on its way to the river and eventually to the scrap heap 


where a common end floorbeam 
had been used; the strengthening 
of burned-away end stringers with 
temporary wood blocking and 
welded steel angles; and the re- 
moval of alternate bridge ties—all 
of which was done under traffic. 
Also, out-rigger grillages were 
placed in position for the crane 
at the end of the adjacent span. 

All of the new girder spans, 
with exception of the two 98-ft. 
3-in. spans, were shipped to Del- 
phi as complete units. Four of 
the spans weighed 42 tons each, 
and nine weighed 43 tons each. 
For installing these spans only one 
erecting crane was used, which 
necessitated that the crane pick up 
its load, swing it through an angle 
of 180 deg., and then reach out to 
place it in final position. The crane 
used was a 150-ton steam locomo- 
tive crane with a 65-ft. boom and 
a counterweight. Because of their 
greater weight and length the 
98-ft. spans were assembled and 
riveted in the field. 

As part of the preliminary work, 
the crane test-lifted the assembled 
spans from the flat cars on which 
they were shipped so that the 


slings could be properly located 
for picking up the spans and hold- 
ing them in a horizontal position. 
All the bridge ties of each assem- 
bled span, weighing a total of 
about 8 tons, were stored on the 
crane-end of the span, where they 
changed the point of balance and 
served to shorten the reach neces- 
sary for the crane. 

The launching beams were of 
prime importance as they not only 
had to support the truss spans 
until L-Day, but also had to func- 
tion as cantilever beams when a 
span was moved laterally to the 
downstream side before being 
launched. Each launching beam 
was 40 ft. long and was fabricated 
from two 21-in. CB sections placed 
on 12-in. centers and tied together 
laterally. The top of each of the 
beams served as a track for two 
roller nests, 10 ft. long, which 
were inserted, along with truss- 
roller plates, on the day of launch- 
ing by jacking up the truss ends. 
A steel angle was bolted crosswise 
at each end of the launching beam 
to serve as a stop for the rollers 
and prevent the span from rolling 
off prematurely. The stop on the 
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launching end permitted the roll- 
ers to carry the span 14 ft. later- 
ally, or until the longitudinal cen- 
terline of the span was 11 in. be- 
yond the fulcrum point, this point 
being approximately the down- 
stream edge of the pier top. 


One Cut of Cable Drops Span 


The upstream ends of the two 
launching beams under each span 
were lashed together by means of 
shackles, turnbuckles and a single 
%s-in. wire cable. The cable passed 
through blocks securely fastened 
to each pier about 3 ft. above the 
ground or water level. In other 
words, this one tie-down cable 
prevented both launching beams 
from tipping while they were in 
cantilever service. 

The moving of each truss span 
laterally on the launching beams 
was accomplished by means of 
two gasoline engine hoists, each 
pulling on a %-in. tugging line 
running through double-sheave 
blocks anchored to a shoe of the 
adjacent span. Initial impetus was 
given by a 25-ton hydraulic jack 
at each end of the span, which was 
bolted to the top of the launching 
beam so as to bear against the rol- 
ler nest on the upstream side. 
Chalk marks were made at one- 
foot intervals on one side of the 
launching beams to serve as a 
guide for obtaining equal lateral 
movement at each end of the truss 
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span. Large steel baffle plates 
were inserted between the span to 
be moved and adjacent ones to 
prevent any fouling. 

When the truss span had been 
rolled out to and stopped at the 
overturning position with its cen- 
ter of gravity 11 in. beyond the 
fulcrum, a workman at each end 
of the span unbolted the hydraulic 
jacks from the launching beams 
as well as the stop angles on the 
downstream end. When these had 
been removed and all workmen 
were in the clear, a welder severed 
the tie-down cable by burning it 
near the center of the span with 
a cutting torch, thus permitting 
the truss to drop into the river on 
its side. The welder, sometimes 
with the help of the crane, later 
cut the old span into pieces which 
could be dragged to shore. by a 
line fastened to a crawler tractor 
working on dry ground, where 
they were cut up at leisure into 
smaller sizes for loading as scrap. 
At the times that the old spars 
were being cut up, the water in 
the river was not over four feet 
deep, and no great difficulty was 
experienced by the welder in this 
work. 

The plan developed for chang- 
ing out the bridge superstructure 
required the use of the track for 
approximately 6 hr. 45 min. for 
each span. The work started in the 
morning shortly after the passage 
of the road’s northbound Tippe- 
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Above—Elevation of the Monon’s Wabash 
river bridge before replacement of its 
truss spans. Left—Close-up’ view of one 
of the 40-ft. launching beams in place 


canoe and a way freight. This 
schedule made it necessary to de- 
tour the southbound Tippecanoe, 
which normally passed over the 
bridge at 11:25 a. m., but it did 
not conflict with the schedules of 
the northbound and southbound 
Hoosiers, which are evening trains. 


Typical Launching Day 


On a typical launching day, the 
track was taken out of service at 
9:45 a.m., at which time the spikes 
were removed from the bridge 
ties on the half of the truss span 
nearest to the crane position, and 
a string of three rails from each 
running rail was dragged back off 
the span. The crane, towing two 
Hat cars on which the first of the 
two girders spans was loaded, 
moved up to a position at the end 
of the contiguous span, where it 
was blocked and its outriggers 
jacked solidly on __ previously 
placed grillages. This work was 
completed at about 10:35 a. m. 

While the outriggers were be- 
ing jacked into place, the ties un- 
der the rails that had been re- 
moved were loaded on push cars 
and taken to the end of the bridge 
where they were unloaded. This 
was followed by the uncoupling 
and removal of the rails from the 
remaining half of the truss span. 
which work was completed about 
10:20 a. m. and the removal of 
remaining bridge ties, which was 
completed at about 10:47 a.m. 

The old truss span was now 
ready to be moved laterally and a 
last-minute inspection was made 
to see that no tools, rope, cable 
line, and loose blocking were in 
the way, that the hoist engineers 
were ready to make their pull on 
the tugger lines, and, most im- 
portant, that there were no boats 
or workmen below the span. 

The span was rolled quickly and 
easily to the ends of the launching 
beams at 10:52 a.m.—too fast for 
a photographer to get more than 
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Above—Elevation of structure after re- 
placing truss spans with deck plate-gir- 
der spans. Right—Installing first of 
two girder spans to replace truss span 


one shot—after which the hy- 
draulic jacks and angle stops were 
removed. At about 11:14 a.m., the 
welder cut the tie-down line, and 
the span toppled over. 

The crane then lifted the first 
girder span a few feet above its 
cars, where the load was inspected 
for its horizontal position and 
security, after which the boom 
was raised to an almost vertical 
position, and the crane turned 180 
deg. to deposit the span on the 
shoes at about 11:33 a.m. While 
the steel workers were completing 
the tightening of shoe-connected 
rings and pins, other bridgemen 
broke the moorings from the 
bridge ties stored at the end of the 
new span, and distributed the ties. 

At this point it might be well to 
point out that the new girder 
spans were ordered without top 
cover plates. The necessary metal 
required for the bending moment 
was obtained by riveting plates 
and angles to the webs of the 
girders under two upper §8-in. 
flange angles. The web of each 
girder was allowed to project 
about %-in. above the top angles 
and served as a key to fit in pre- 
framed slots in the bridge ties. 
With this design, all of the bridge 
ties could be framed to the same 
dimensions, and treated. Also, it 
lightened the work of the bridge- 
men in distributing the ties as they 
merely had to slide the ties on 
their sides along the top edges of 
the projecting webs to their 
places, after which they were 
turned with the dapped side down 
and dropped securely into place. 
Distribution of the ties on the new 
span was completed by 12:07 p.m.. 
and the strings of rails were in 
place about 15 min. later. 


Installation of Second Span 


Immediately after lunch, work 
commenced on the installation of 
the second girder span. This op- 
eration took considerably more of 
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the time that the track was out of 
service than did the installation 
of the first span for the reason that 
very little of the preliminary work 
incidental to setting and blocking 
up the outrigger grillages could 
be done in advance for the second 
span. It was not until 2:45 p.m. 
that the crane, with its second 
girder span on cars behind it, had 
been blocked up and jacked on its 
outriggers, ready to swing the sec- 
ond span into place. 

The procedure for setting the 
second span paralleled that for 
setting the first. The new span 
was on its shoes at 3:07 p.m., the 
ties were distributed by 3:40 p.m., 
and the rails were in place and the 
track ready fer traffic at 4:30 p. m. 
or exactly 6 hr. 45 min. from the 
time that the track was first taken 
out of service. 


Replacing Spans 3 and 4 


This same procedure was car- 
ried out in erecting each of the 
new spans with the exception of 
those replacing spans No. 3 and 
No. 4, where, because of the con- 
struction of new pier No. 2A (see 
drawing), only one of the 98-ft. 
girder spans and a short 25-ft. 
temporary girder span were 
placed when truss No. 3 was 
launched; and the temporary span 
was removed and the other 98-ft. 
girder span and one 73-ft. girder 
span were placed when truss span 


No. 4 was launched. This latter 
truss span was launched and_.the 
girder spans were placed on No- 
vember 8, 1949. These long spans 
were field assembled with fitting 
bolts and pins, and the erection of 
each one required the uninter- 
rupted use of the track for about 
the same length of time as for the 
replacement of the other truss 
spans. This was followed by the 
field riveting of the spans, and 
the painting of the entire struc- 
ture. 

Work was completed on_ this 
project in December, 1949. The 
method used for disposing of the 
old spans and erecting the new 
girder spans was worked out joint- 
ly by the engineering departments 
of the Monon and the American 
Bridge Company. All field engi- 
neering was handled by the rail- 
road under the general direction 
of L. F. Racine, chief engineer, 
and under the direct supervision 
of A. B. Wang, resident engineer. 
R. F. Hill, bridge and building 
supervisor, was also actively en- 
gaged in the work. The design 
and erection of the new structure 
were handled by the American 
Bridge Company under the gener- 
al direction of A. P. Boysen, divi- 
sion engineer, A. A. Porter, man- 
ager of erection, and G. W. 
Faulkner, erecting engineer. while 
the erection work was carried out 
under the direct supervision of 
J. T. Ellis, field superintendent. 
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Research and “Jeste — 
Smoking Out 


In this article, which presents 
the highlights of an informal 
address by the author before 
the Maintenance of Way Club 
of Chicago on December 19, 
1949, Mr. Magee reports that 
much progress is being made in 
determining the causes of 
mechanical wear of ties, split- 
ting and checking, and the rela- 
tive value of various types of 
hold-down fastenings, special 
tie plates, tie pads, and end 














e With the increased cost of ties 
since the war, and annual tie re- 
newal costs one of the largest 
items of railway maintenance ex- 
penditures—equal to about 12 per 
cent of total maintenance-of-way 
costs—it is apparent that a sub- 
stantial reduction must be effected 
in tie renewal costs if the railways 
are to be able to operate success- 
fully under conditions as they may 
be anticipated in the future. In 
fact, it has always been rather in- 
teresting to me that we have ex- 
pended major sums for research 
on rail, while relatively little has 
been spent on ties, in spite of the 
fact that the expense of tie re- 
newals is about twice that for rail 
renewals. At the present time the 
number of ties renewed annually 
is in excess of 40 million, and the 
average cost per tie in place 
approximates $4.00. Obviously 
therefore, only a small increase 
in tie life would result in sub- 
stantial savings. 

The major factors determining 
the usable life of ties are mechani- 
cal wear, or abrasion of the tie 
under the tie plate, due to traffic, 
and checking and splitting. One 
would think that the intensity of 
vertical pressure was probably an 
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The repeated - load 
testing machine de- 
veloped by Ramapo 
Ajax to determine 
tie plate wear on 
an accelerated, or 
short-time basis 


important factor in mechanical 
wear. Dr. Hermann von Schrenk, 
in his treatise on mechanical wear 
of ties, pyblished in A.R.E.A. Bul- 
letin No. 306, June 1928, presented 
the conclusion that tie wear is 
largely the result of the lateral 
motion of the tie plate on the tie, 
rather than of vertical pressure. 
In undertaking our investigation, 
we were inclined to agree with 
Dr. Von Schrenk’s conclusion, but 
nevertheless, felt that we should 
start from the beginning of the 
problem. 

Accordingly, a dynamometer tie 
plate was designed which could 
be placed in track, and from 
which the actual loads applied to 
the tie plate from regular trains 
could be determined. The design 
of the plate was such that not 
only could the amount of load be 
determined, but also the eccentric- 
ity of the load with respect to the 
center of the rail base. Measure- 
ments were made with these 
plates under regular trains on both 
tangent and curved track, and on 
several roads. 

It was found that the maximum 
tie plate load occurred under the 
low rail on sharp curves, under 
steam locomotives moving at slow 


and surface coatings. 


speed. At this same location it 
was found that the vertical loads 
on the tie plates were accompan- 
ied by quite high lateral forces, 
and that the result of this combi- 
nation of loading was to produce 
a high intensity of bearing pres- 
sure on the tie at the outer end of 
the tie plate. This correlates with 
observations in track, with which 
all maintenance men are familiar, 
that excess cutting takes place at 
the outer toe of the plate and re- 
sults in a tendency for wide gage 
and increases in the rail cant. This 
is undoubtedly the location in 
track where the greatest intensity 
of bearing pressure occurs, and 
from the measurements made at 
these locations it was determined 
that pressures as high as 600 to 
700 psi. probably represent the 
maximum values that would ever 
be developed. 


Accelerated Pressure Tests 


The Ramapo Ajax Division of 
the American Brake Shoe Com- 
pany became interested in the 
problem of tie wear because of 
its interest in a new design of tie 
plate hold-down spike, and under- 
took to build a repeated-load test- 
ing machine, by means of which 
tie plate loads that normally oc- 
cur in track could be applied re- 
peatedly to a tie plate seated on 
a tie, and the resulting wear thus 
obtained on an accelerated, or 
short-time, basis. Ramapo engi- 
neers conferred with us for recom- 
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the True Causes 


of Tie Failures 


mendations as to the tie plate 
loads that should be applied. We 
recommended that the loading 
should be alternated, with one 
loading having a 20,000-lb. verti- 
cal force, with a 10,000-lb. com- 
ponent outward, and the next 
loading having 20,000-lb. vertical 
load, with 5,000-lb. inward. This 
would tend to produce a lateral 
motion of the tie plate correspond- 
ing to that produced in track un- 
der regular trains. The loads rec- 
ommended do not represent the 
maximum tie plate loads that we 
had measured, but were consid- 
ered to be the average maximum 
loads that would be repeated in 
track with enough frequency to 
be a factor in producing tie wear. 


Testing Machine 


The Ramapo Ajax Division had 
the testing machine constructed in 
the American Brake Shoe Com- 
panys laboratory at Mahwab, 
N. J. Its design called for consid- 
erable ingenuity, but an excellent 
job was done in designing and 
constructing the machine and it 
performs quite satisfactorily. 

The first test made was on an 
untreated fir tie on which was 
placed an A.R.E.A. 7%4-in. by 14- 
in. double-shoulder tie plate, sup- 
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porting a short length of 132-lb. 
RE rail. The machine was placed 
in continuous operation and 40 
millon applications of loading 
were applied to the plate. Upon 
removal of the tie plate, however, 
it was found that even this tre- 
mendous number of loadings had 
produced absolutely no discern- 
ible wear on the tie surface. Dur- 
ing the operation of the machine 
it was noted that there was no 
movement of the tie plate on the 
tie with the alternate reversals of 
the inward and outward loadings. 
It appeared, therefore, that the co- 
efficient of friction between the 
tie plate and tie was more than 
the angle of the resultant of the 
vertical and lateral loads applied 
to the plate. This was found to be 
true and seemed to explain the 
lack of lateral movement of the 
tie plate. 

Accordingly, another test was 
started and water was slowly drip- 
ped into the tie plate holes, keep- 
ing the surface between the tie 
plate and tie continually wet. With 
this arrangement, after only 1,600,- 
000 cycles of loading, the plate 





had worn into the tie almost %- 
in., and the appearance of the tie 
corresponded exactly to that of a 
plate-cut tie in track. It was evi- 
dent during the test that, with the 
addition of the water, the lateral 
motion of the tie plate had been 
greatly increased. Possibly _ this 
was due to the lubricating effect 
of the water, lowering the coeffic- 
ient of friction between the tie 
plate and the wood, and perhaps 
there may have been some accom- 
panying softening of the wood 
fibers: beneath the plate. In any 
event, it is quite certain that the 
presence of water can be a very 
important factor in the abrasion 
of ties. This accelerated laboratory 
test is added positive and concrete 
proof that the vertical pressure 
of the tie plate on the tie is not 
the determining factor in tie wear. 


Joint Research Under Way 


Two years ago a joint research 
project was entered into by the 
National Lumber Manufacturers 
Association and the Association of 
American Railroads, having for its 


The surface coating test at the Teco laboratory is demonstrating that some coatings are helpful in retarding checking 
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objective the prolonging of tie life 
by reducing mechanical wear, and 
checking and splitting, the work to 
be carried out in the laboratory 
of the Timber Engineering Com- 
pany, which company is a_ sub- 
sidiary of the N.L.M.A. One of the 
first phases of work undertaken in 
this investigaton was the labora- 
tory study of representative plate- 
cut crossties removed from track. 
The worn sections beneath the 
plates were carefully prepared 
and studied under the microscope. 


Types of Wood Failure 


In these studies it was found 
that the cellulose structure of the 
wood showed three types of fail- 
ure: crushing of the springwood 
cells, buckling of the rays, and 
lateral displacement of the cells. 
Specimens of the same types of 
wood were subjected to various 
intensities of bearing pressure in 
order to determine whether at 
some pressure the same type of cell 
distortion could be obtained. It 
was found that this could be done. 
but the bearing pressures required 
were in the order of 2.500 psi. for 
oak and 1,500 psi. for fir and pine. 
These values are three to four 
times the maximum bearing pres- 
sures that we have any reason to 
anticipate are developed in track. 
This, then. may be considered 
further evidence that the intensity 
of bearing pressure is not the im- 
portant factor in producing tie 
wear. 


Study Plate Movement 


Measurements were made in the 
track under regular trains of the 
lateral motion of a tie plate on the 
tie. A special gage arrangement 
was devised so that the movement 
of the plate parallel to the tie 
axis could be measured, as well 
as its movement parallel with rail 
axis. Measurements were made on 
ties under several trains on two 
different railways, and study of 
the records indicated that, in gen- 
eral, a slight outward movement 
of the plate, on the order of 0.002 
to 0.004 in., occurred immediately 
under wheels, and that this was 
frequently accompanied by an 
eaual amount of movement paral- 
lel with the rail. Occasionally a 
rather large movement of the tie 
plate was indicated, but examina- 
tion of the records showed that 
this occurred between wheels and 
appeared to be due to the plate 
sticking to the rail base, and being 
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A section of the A.R.E.A. test track on the Louisville & Nashville, where five 
different types of tie pads are being observed under quite heavy traffic density 


raised off of the tie by the wave 
motion of the rail. Inasmuch as this 
movement occurred when there 
was no pressure on the plate, it 
is doubtful that it was important 
in producing wear. 

In 1946 a service test was in- 
stalled on the Louisville & Nash- 
ville, near London, Ky., to com- 
pare the effects of various types 
of tie plate fastenings in reducing 
mechanical wear. The types of 
fastenings included screw spikes, 
drive screws, dowel screws, drive 
cut spikes with spring washers, 
through bolts, etc. Gages were de- 
signed and base points established 
on the ties from which the rate 
of penetration of the tie plates into 
the ties could be carefully deter- 
mined. Unfortunately, a consider- 
able period of time will be re- 
quired before this service test de- 
velops any very conclusive infor- 
mation. However, it is believed 
that some very comprehensive 
data will eventually be obtained. 


Tie Pads—Special Plates 


Along with this test of plate 
fastenings were included _ tests 
with five different types of tie 
pads. These tests are on both tan- 
gent and curved track under quite 
heavy traffic density. The two 
years of service tests to date have 
not been sufficient to develop any 
generally conclusive information 
as to the degree of suitability of 
the various types of pads. How- 
ever, one type, of a rather hard 
material, was found to be abrad- 
ing the tie surface as rapidly as 
would a tie plate. In the case of 
another type there was not suffi- 
cient compressive strength in some 
of the component layers and the 
material of these layers was forced 


out by the high pressures. It was 
also found that some of the very 
thin pads used were forced out 
from under the tie plates, tearing 
through at the spike holes. 

Judging from observations to the 
present time, it seems evident 
that a suitable tie pad should be 
able to withstand decay, rot, wa- 
ter, oil, brine, and perhaps some 
types of insects, and must have 
sufficient compressive strength to 
withstand the bearing pressures 
developed. It would seem desir- 
able further that the pad adhere 
to the tie surface, and necessary 
that it effectively prevent mois- 
ture from contacting the tie sur- 
face under the tie plate. 

Another development of con- 
siderable interest is the use of a 
special tie plate on curves. Studies 
we have made in track have indi- 
cated that, especially on the low 
rail of curves, and sometimes on 
the high rail, the amount of ec- 
centricity provided ordinarily in 
tie plates (% in. to % in.) is entirely 
inadequate to keep the tie plate 
from cutting excessively at its 
outer toe, thus permitting the rail 
to cant outward. 


Designs Prepared 


Measurements have been made 
of the amount of tie plate cutting 
at both the inner and outer toes 
of tie plates on curves of various 
degree on several railways. From 
the data obtained, designs have 
been prepared for a special 15-in. 
tie plate for 115-lb. RE rail, and 
a 16-in. tie plate for 132-lb. RE 
rail, each having 1%-in. eccentric- 
ity, for use on curves of 3 deg. 
and over. It does not seem prac- 
tical from our measurements to 
state specifically whether — the 
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Taking tie plate penetration readings, 
with special gage, on L. & N. test track 


plates should be used under one 
or both rails because this will de- 
pend upon the relation of the gen- 
eral operating speed on the curve 
to the speed for which supereleva- 
tion is provided. Accordingly, it 
seems that the only practical solu- 
tion-is to place the special plates 
at locations where needed, as se- 
lected by local maintenance men 
who are familiar with the special 
conditions on each individual 
curve. 

There will be some objection, 
no doubt, on the part of the rail- 
way engineers to the use of a 
special tie plate on curves because 
of the additional stock of plates 
required and the necessity for 
special attention in seeing that the 
plates are distributed and applied 
where needed. However, when it 
is considered that this application 
occurs only once, it seems that 
this care is well justified by the 
labor savings in re-adzing the 
ties, and in the reduction in tie 
damage resulting from spiking 
and adzing. 


Splitting and Checking 


The studies to reduce the split- 
ting and checking of ties have been 
carried out entirely in the TECO 
laboratory as part of the coopera- 
tive arrangement between the 
A.A.R. and the N.L.M.A., _pre- 
viously referred to. Of particular 
interest in this investigation was 
the determination that most of the 
checking and splitting of the ties 
occurs during the seasoning peri- 
od. This made it evident that if 
any substantial control of splitting 
and checking is to be effected, the 
remedial measures must be insti- 
tuted immediately after cutting 
the ties. Accordingly, one of the 
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most important parts of the in- 
vestigation being carried out is an 
attempt to develop a method of 
treating ties while green, which 
will eliminate the seasoning peri- 
od with its attendant cost, in addi- 
tion to bringing about a reduction 
in checking and splitting. 


Process Under Study 


The process now being studied 
intensively has for its objective a 
means for the seasoning and treat- 
ing of ties in one operation. It is 
hoped that this can be effected by 
adding to the creosote solution a 
chemical which is miscible with 
water. The objective of this proc- 
ess is to attract the water from 
the wood cells into the solution, 
replacing it with the creosote 
treatment. Preliminary tests indi- 
cate that there is considerable 
promise of such a method being 
developed on a_ practical and 
otherwise satisfactory basis. 

Extensive tests were made at 
the TECO laboratory with various 
types of end coating compounds. 
The ends of ties are especially 
subject to checking and _ splitting 
due to their more rapid drying, 
and it was thought that applica- 
tion of an end coating might per- 
haps be of value in retarding or 
preventing this. It was found 
that certain of the products used 
were helpful for a few months, 
but that after exposure had reach- 
ed six months or more there ap- 
peared to be very little difference 
between the amount of checking 
and splitting in the ties treated 
with any of the end coatings, and 
in those ties with no end coating. 
Actually, the effect of an end 
coating is to slow down the rate 
at which the moisture leaves the 
green wood. It was concluded 
that any end coating which would 
be sufficientlv effective to prevent 
checking and splitting would so 
delay the seasoning of the wood 
that decay would become of con- 
cern. 


Surface Coatings 


Another study at the TECO 
laboratory which offers promise is 
the use of a surface coating on 
ties already in track, or on freshly 
treated ties to be installed, which 
contain some checks and splits. 
It was believed that if checks and 
splits which had started could be 
effectively sealed by the coatings, 
this might be helpful in delaying 
their further progress. 


With this in mind, an exposure 
test section was established at the 
laboratory to compare the effect- 
iveness of various types of surface 
coatings for this purpose. After 
several months’ service, a few of 
the coatings used show a very 
favorable appearance and indicate 
that they may be quite helpful in 
preventing the progress of check- 
ing and splitting. 


Chemical Deterioration 


Another development of inter- 
est in the laboratory investigation 
is a study of the chemical deteri- 
oration of the tie fibers in the tie 
plate area. There is some evidence 
that moisture in combination with 
the wood acids attacks the steel 
and carries iron into solution, and 
that this dissolved iron in turn 
attacks the cellulose structure of 
the wood, causing a chemical 
breakdown. 

Work is also being carried on in 
the laboratory investigation on the 
development of a laminated tie. 
One of the principal problems to 
be overcome in the production of 
a laminated tie is to keep the 
cost within economical limits. At 
the present time adhesives are 
available which are thought to 
be sufficiently strong and dur- 
able for gluing the laminations 
successfully. The cost of gluing, 
however, by methods now in use, 
is prohibitively high for the pro- 
duction of ties. 


40 Year Tie Life Possible 


If the objectives—(1) to devel- 
op a method of treating which 
will remove water from the 
wood cells and replace it with 
a creosote solution without pro- 
ducing stresses in the tie due to 
moisture change of sufficient in- 
tensity to cause the development 
of checks or splits, and (2) to pro- 
vide a tie so treated with a 
special coating of the entire sur- 
face which will effectively pre- 
vent the addition and depletion 
of moisture content in the tie 
with the changing seasons in 
track——can be accomplished in 
conjunction with the elimination 
of mechanical wear, it seems 
logical to suppose that an aver- 
age tie life of 35 to 40 years can 
be obtained in this country. It is 
interesting to note that in all of 
the ties sent to the TECO labor- 
atory for examination, practical- 
ly no evidence of decay has been 
found so far. 


February, 1950 137 











Section Tool 


e The Pere Marquette district of 
the Chesapeake & Ohio is in the 
process of modernizing its section 
tool houses—or section car houses, 
as they are called on this road— 
under a program which has al- 
ready seen more than a dozen re- 
placed, including 5 of the 13 on 
the Detroit division alone. In this 
program, which is designed both 
to rid the property of old, inade- 
quate frame structures, some of 
which were unsightly, and to meet 
the new requirements for larger 
quarters to house in each case a 
highway motor truck, motor car, 
and certain power tools used by 
the section forces, the road is us- 
ing a standard size, shop-fabri- 
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ing appearance, increased comfort 
and conveniences for the men, 
and space for a highway motor 
truck, are all Armco Steelox, pre- 
fabricated buildings, erected on 
the site, on a previously poured 
concrete foundation and floor, by 
the road’s building forces. These 
buildings come in_ interlocking 
steel panels of 20-gage material, 
16 in. wide, which fit together to 
form self-supporting sides, gable 
roof, and interior partitions, with 
openings in the walls, as desired, 
for standard steel doors and win- 
dow sash. All parts are fastened 
together with specially hardened 
galvanized bolts and screws. 

The houses on the Detroit divi- 
sion, which are typical of those 
built elsewhere on the road, are 
24 ft. wide, 32 ft. long, and 10 ft. 
high to the eave line, and are di- 
vided by a transverse metal par- 
tition, 24 ft. from one end, into a 
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Houses Go Modern 


Prefabricated steel buildings on the Pere Marquette 
District of the Chesapeake & Ohio provide room for a 
highway motor truck and all other equipment, and 
afford special conveniences for foremen and their men 


general equipment and tool area, 
24 ft. by 24 ft., and an office and 
toilet area 8 ft. by 24 ft. By afford- 
ing room for a truck, the use of 
separate garages or other build- 
ings, or the necessity for leaving 
the trucks in the open, have been 
precluded, with the added advan- 
tage of having the truck always 
with the gang, for convenient 
loading and unloading of tools, 
equipment and materials. The of- 
fice, which has a door opening into 
the general house area, is 8 ft. by 
16 ft., and is separated by a metal 
partition, with door, from the 
toilet, which is 8 ft. by 8 ft. 

The steel sheets of which the 
houses are made are galvanized 
and otherwise specially treated to 
resist corrosion and to permit im- 
mediate painting, if desired. How- 
ever, since the material used is 
resistant to corrosion, the road 
makes no immediate effort to 
paint the houses as soon as erect- 
ed, but is letting painting go until 
it can be done in the orderly 
painting program of the division 
painting forces. When painted, the 
houses are given two coats of lead 
and oil, light gray, paint. 


Doors and Windows 


All doors, window frames and 
sash of the buildings are of steel, 
the arrangement and number be- 
ing generally as shown on the ac- 
companying plan. However, some 
of the houses have been provided 
with additional windows, as shown 
in the accompanying photographs, 
to improve interior daylighting, as 
seemed desirable, at these points. 
Most of the sash are of the venti- 
lating type. The truck entrance 
door is of the up-folding, steel 
panel type, counterbalanced for 
easy operation, and provides an 
opening 10 ft. 8 in. wide and 7 
ft. high. 

Because of the cold weather 
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The foreman’s office—with toilet 
room beyond—affords the foreman 
a place to work, and conveniences 
for the men. Note the oil-burning 
heater and the drinking fountain 


that prevails generally on the road 
in winter, all exterior walls of the 
houses are lined with wood bead- 
ed ceiling material and are in- 
sulated with 3-in. rock wool batts. 
The ceilings provided in the 
houses, to help reduce heating 
costs and to afford comfort, are 
generally of insulating wallboard. 
The concrete floor throughout the 
buildings slopes slightly from all 
directions toward a drain in the 
center of the general work area. 
Throughout, the interior is paint- 
ed—a dark gray on all sidewalls to 
a height of six feet, with a lighter 
gray above and across the ceiling. 

Designed to house a highway 
motor truck, with which all main- 
line sections on the road are being 
equipped, the new houses are laid 
out parallel with the adjacent 
tracks, with the truck door open- 
ing on one end, to afford easy en- 
trance and exit, and the truck, 
when housed, occupies the floor 
area immediately inside the door. 
This arrangement, as shown on 
the plan, still leaves adequate 
room for housing a track motor 
car, which most sections retain 
for emergency or special use, and 
also for quartering a four-tool 
pneumatic tie tamper, with which 
each section is equipped. It also 
affords room for a centrally lo- 
cated heating plant, for tool racks, 
and for a work bench. 

The tool racks, as shown in one 
of the accompanying photographs, 
are located on the partition wall 
separating the general room from 
the office and toilet area, and are 
specially designed to insure the 
safe and orderly storing of tools. 
An elevated, steel wall-hung rack 





is provided for shovels, ballast 
forks, scuffle hoes, mauls, sledges, 
and other long-handle tools, as 
well as for miscellaneous tools 
and equipment, such as tie tongs, 
buck saw, track level and scythes. 
A lower rack, of wood, is designed 
for holding all bars, wrenches and 
other small hand tools. 

The office area provides ample 
space for a foreman’s desk and 
chair, a bench for six men, and 
six individual steel clothes lockers. 
The toilet has a toilet bowl, a 
urinal and two wash basins, all 
with running water from city or 
community supply. 


Lighting and Heating 


All areas of the houses are pro- 
vided with electric lights, and, as 
already indicated, are heated in 
winter. Heating is by means of 
two sparate heating units—pot- 
belly coal stoves, or oil-burning 
heaters. Generally, where avail- 
able, the coal stoves are being 
used in the general house area, and 
the oil burners, which are cleaner 
and more compact, are being used 
in the office-toilet area. However. 
some of the houses have oil heat- 
ers in both areas. The separate 
heaters permit maintaining a low- 
er temperature in the general 
house area, and a higher temper- 
ature in the office and toilet area, 
as may be desirable at times. Car- 
rying out the program of new sec- 
tion car houses on the Pere Mar- 
quette district has been under the 
general dirction of H. J. Bogardus, 
chief engineer of the district, and 
R. A. Morrison, engineer main- 
tenance of way. 
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The test chemical spray car. Multiple-nozzle spray pipes extend across and to each 
side of front of car, covering a total width of 20 ft., when car is in operation 


Research—Seeks Key 
to Chemical Weed Control 


e The problem of weed control 
on railroads began at the start of 
the railroad era. Hand weeding 
was superseded by burning and 
mowing and, more recently, by 
chemicals, millions of gallons of 
which, in various combinations, 
have been used in the hope of 
providing a complete kill of all 
track vegetation. Experimentation 
and research have been engaged 
in by chemical companies, the 
railroads, and the federal govern- 
ment. During the war, a hormone, 
2.4 dichlorophenoxyacetic acid 
(2,4-D), a selective killer, designed 
especially for agricultural use, 
was developed. This and numer- 
ous other chemicals have been 
used in the railway field, but the 
varying degrees of success achiev- 
ed have indicated the need for 
a long-range program of research. 

For many years the R. H. 
Bogle Company, Alexandria, Va., 
manufacturers and applicators of 
chemical weed killers for rail- 
roads, had such a research pro- 
gram in mind. In 1948 this com- 
pany employed a young chemical 
engineer, Jack P. Taylor, who ex- 
pressed a desire to return to col- 
lege to work for a master’s degree. 
He decided on “Weed Killers for 
Railroad Use” as the subject of 
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his thesis and, with the coopera- 
tion of the Bogle Company and 
Virginia Polytechnic Institute, un- 
dertook a research program of 
considerable magnitude. 

This program has involved both 
laboratory and field tests, the lat- 
ter being made at six widely scat- 
tered locations in the southeastern 
states. Copies of 43 patents were 
obtained and every available pub- 
lication on the subject was in- 
vestigated in an effort to include 
every chemical formulation offer- 





This article describes the exten- 
sive program of research in 
roadbed weed control for rail- 
roads that was carried out last 
year by the R. H. Bogle Com- 
pany, Alexandria, Va., in con- 
junction with the Virginia Poly- 
technic Institute, with the coop- 
eration of the Southern and the 
Seaboard Air Line. The pro- 
gram involved a total of 453 
track plots, each 20 ft. wide and 
Ye mi. long, at six locations 
scattered throughout the South- 
east. Practically every chemical 
now in use for weed control 
was tested in the program. 





ed as a weed killer. The labor- 
atory research consisted of green- 
house applications of 50 test form- 
ulations on Johnson grass. Those 
chemicals that showed promise in 
these tests were selected for fur- 
ther study under field conditions. 

The six test locations, selected 
to represent the entire Southeast 
as regards weather, soil, types of 
vegetation, stages of growth, etc., 
were at Palmetto, Fla., on the 
Seaboard Air Line, and at Val- 
dosta, Ga., Marion Junction, Ala., 
Chattanooga, Tenn., Rock Hill, 
S. C., and The Plains, Va., all on 
the Southern. 

Field tests were begun on April 
13, 1949, at Palmetto. Track test 
plots % mi. in length were meas- 
ured in advance with check plots 
separating them. Wet and dry- 
bulb temperatures, humidity and 
wind velocities were recorded, 
and samples of soil were taken 
from each plot for later analysis. 
Types of vegetation were record- 





View as inspection car approaches the marker at the beginning of ‘a test section 
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ed. even to an actual count of 
each type of weed and grass in 
a representative square foot of 
each plot. Still photographs and 
motion pictures in color were se- 
cured of each plot prior to the 
chemical application. 

The field applications were 
made by a specially constructed 
spray outfit mounted on a section 
push car, which included a pipe 
spraying arrangement designed to 
cover a swath 20 ft. wide. When 
in use this outfit was pulled by an 
ordinary section motor car at pre- 
determined speeds, for which 
purpose a speedometer was_at- 
tached to the hauling unit. Upon 
completion of applications at Pal- 
metto, the research group repeat- 
ed the operations at each of the 
other five locations. 

Observations were made at all 
test plots one week and one 
month after application. Weather 
conditions during the interim 
were checked, records were made 
of the percentage of kill of each 
type of growth, and color stills 
and - movies were taken of each 
plot. This comprised the first 
series of tests. 

Following completion of the 
first series of tests, the research 
group returned to Palmetto, early 
in June. Some formulas used in 
the first series were deleted be- 
cause of their ineffectiveness or 
lack of promise, and were re- 
placed by others. Where chemi- 
cals showed promise but not an 
impressive kill, repeat applica- 
tions were made. Thus, the second 
series of applications, again on 
20-ft. by ‘%4-mi. plots, were made 
at all six locations, with weekly 
and monthly observations. 

The third series of applications 
was started at Palmetto early in 
August, and the same procedure 
was followed. The season‘s testing 
was completed at the Virginia 
location on September 4. 

On September 28, the Bogle 
Company sponsored an inspection 
of the tests at The Plains, Va., 
and invited the Committee on 
Roadway and Ballast of the Am- 
erican Railway Engineering As- 
sociation, and other maintenance 
officers, to attend. Following the 
inspection, color slides and color 
motion pictures were shown—de- 
tails of the tests being described 
by Mr. Taylor. 

The Bogle Company has ex- 
pended more than $25,000 in this 
research program. Each of the 
research engineers involved trav- 
eled approximately 35,000 mi. in 
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5 months to apply the chemicals 
and make observations. Tests 
were made on 453 one-quarter 
mile plots, 330 soil samples were 
analyzed, and 1,359 still photo- 
graphs and 6,000 ft. of motion 
pictures—all in color—were taken. 
Compilation of the data has 
proved to be time-consuming and 
costly, and is expected to result 
in a 600-page report. 

The Committee on Roadway 
and Ballast has invited Mr. Taylor 
to participate in the A.R.EA. 
March convention program, to 
present the preliminary results of 
the research. This presentation, it 


is planned, will include the simul- 
taneous showing, on three screens, 
of color slides of various test plots 
taken before, one week after, and 
one month after the test applica- 
tions were made, with explana- 
tions of the results obtained. 

Not expecting complete an- 
swers in its one-season tests, the 
Bogle Company plans to continue 
the research program through the 
present year, and beyond, in an 
effort to help remove guesswork 
from track weed-control —prob- 
lems. It is expected the report on 
research conducted in 1949 will 
be ready for distribution in March. 








The Burlington’s electric rotary plow, designed for use with Diesel locomotives 


Electric Snow Plow Makes Debut 


e Heavy snow falls on the Chi- 
cago, Burlington & Quincy are 
now being removed from the 
tracks by a type of rotary snow 
plow entirely new in America— 
an electric unit designed for use 
with Diesel locomotives. This 
plow is expected to demonstrate 
marked advantages. For one thing 
it delivers a larger amount of 
power and torque to the rotor 
shaft and can, therefore, cut and 
clear snow and ice formations 
from the track at a relatively 
rapid rate. For another it can be 
worked over long distances and 
periods of time without refueling 
or rewatering. 

The Burlington’s new plow is 
16 ft. high, 36 ft. long and weighs 
91 tons. Constucted in the com- 
pany’s shop at Denver, Colo., it 


Ou the Sunrlingtou 


utilizes the frame, trucks, rotor 
and rotor chute of an old Ameri- 
can locomotive steam plow. Its 
cab, car body, and electrical and 
mechanical parts, however, are 
entirely new. The 11%-ft. rotor 
blades are driven by four traction 
motors which take power through 
necessary connections from the 
generator of the first unit of any 
readily available four-unit Diesel 
locomotive. 

The cab of the plow, thorough- 
ly insulated and kept comfortably 
warm by an oil heater, seats two 
persons in addition to the oper- 
ator. The latter sits at the right 
side of the cab. Immediately in 
front of him is the controller for 
the rotor, the recording instru- 
ments, and an air-brake emer- 
gency valve. 
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In extensive tests recently a 
new heavy-duty, locomotive- 
propelled machine, called the 
Ballastmaster, cleaned ballast 
on both track shoulders simul- 
taneously to a depth of 8 in. 
below the ties at a maximum 
daily rate of six miles in six 
hours of on-track time. This 
machine is described herein. 





e Railway Ballast Engineers, Inc., 
Milwaukee, Wis., is introducing 
the Ballastmaster, a heavy-duty 
ballast cleaning machine about the 
size of a large box car, which is 
said to be capable of. cleaning a 
path of ballast 4 ft. wide on both 
sides of the track simultaneously, 
at a speed of a mile an hour. All 
operations of the machine are 
powered by steam turbines, using 
steam furnished by a locomotive 
which also supplies the propelling 
power, both when moving to and 
trom the job location and when 
working. 


Cleaning Boxes 


The key parts of the Ballast- 
master are two cleaning boxes, 
one on each side. The remainder 
of the machine is simply a mech- 
anism for supporting and manip- 
ulating the boxes. While the ma- 
chine is being moved to the work 
site, each box rests on the deck 
within a boom framework consist- 
ing of two inverted U-shaped 
frames placed parallel to each 
other and linked together to act 
as a pantograph. Each box is 
raised and lowered by the boom 
by cables, fastened to the four 
corners of the box, which extend 
to, and are actuated by, a set of 
hydraulic cylinders mounted on 
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Steam Machine Enters 
Ballast-Cleaning Field 
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After being lowered to desired depth of cleaning, the boxes are dragged along, the 
foul ballast entering their front ends and moving backward over vibratory screens 


one of the frames of the boom. 
The cylinders are actuated by a 
turbine-driven hydraulic pump. 

In preparing the machine for 
operation the first step is to move 
the boxes outwardly. This is done 
by causing the booms to pivot 
about their bases, which are at- 
tached to the deck of the car, un- 
til the boxes hang clear of the 
deck. (The pantograph action of 
the booms causes the boxes al- 
ways to hang in a vertical plane). 
Next, by actuating the boom cyl- 
inders, the boxes are lowered to 


While machine is being moved to work site, the boxes rest on the deck, as shown here 
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the desired depth of cleaning, at 
which point they are suspended 
from the booms by chains which 
limit the downward travel. When 
in operation the boxes are hooked 
to the sides of the car by overload- 
release devices, permitting auto- 
matic disconnection in case of 
overloading or striking an immov- 
able object. 

The front of each box is equip- 
ped with in-gathering wings. The 
tie-side wing can be adjusted by 
the operator while the machine is 
in operation to gather all ballast 
up to the tie ends, regardless of 
variations in the lengths of the 
ties. The other wing is set by the 
operator as desired before the 
operation starts, and is immovable 
while the machine is in motion. 
Fastened to the bottom of the 
front end of each box is a gouge 
that digs up the ballast. A flat 
subgrade surface is formed behind 
each box on which the clean bal- 
last is redeposited. 


How Dirt Is Removed 


As each box is dragged along, 
the foul ballast enters its front 
end and is propelled backward 
and upward over a_ vibratory 
screen by flights made in the form 
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of rakes, the flights being tastened 
to two chains. The teeth on the 
rakes are spaced alternately on 
every other flight so that, as the 
ballast progresses through the 
cleaning operation, it is thorough- 
ly churned. The screen in each 
box is 12 ft. 6 in. long by 31 in. 
wide, and is especially designed to 
remove the wet, sticky material 
often found in ballast cleaning. 

Dirt and debris passing through 
each screen is first deposited on 
the subgrade, is then pushed to 
one side of the box by plows and, 
finally, is picked up by a bucket 
conveyor at the back end of the 
box. The buckets elevate the dirt 
to a height of about 8 ft. and dis- 
charge it to a chute or a trans- 
verse belt conveyor which carries 
it to the side of the roadbed. The 
cleaned ballast from each box is 
first deposited close to the tie 
ends, and is then shaped and dis- 
tributed to any desired ballast 
contour by a special ballast shaper 
located to the rear of the box. 

In double-track territory the in- 
tertrack box cleans the ballast in 
half of the intertrack space. Trains 
on the adjacent track are able to 
pass while the machine is working 
if the track centers are 14 ft. or 
more. In most cases, however, the 
intertrack cleaning box is raised 
and placed on the deck of the ma- 
chine so that trains can pass at 
full speed. This takes about 30 
sec. To clear trains on the track 
being worked, it is said that the 
machine can be made ready for 
movement to a siding also in only 
30 sec. 


Operating Results 


Operation of the unit requires 
a locomotive and a full train crew. 
The cleaner itself is manned by 
a chief operator, assistant chief 
operator, three operators and two 
assistant operators. The speed of 
operation with the machine de- 
pends on various factors, includ- 
ing the size of the ballast section 
and the amount of moisture and 
dirt in the ballast. It is reported 
that the machine will remove 90 
to 95 per cent of the dirt in the 
ballast in one pass when the dirt 
does not exceed 35 per cent by 
weight of the fouled ballast, and 
the moisture in the dirt does not 
exceed 6 per cent. In extensive 
tests of the machine during the 
past year, when cleaning both 
track shoulders simultaneously to 
a depth of 8 in. below the bottoms 
of the ties, working speeds under 
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favorable conditions reached as 
high as 200 ft. per min. The maxi- 
mum daily rate of cleaning, both 
sides, in this test was a little over 
six miles in six hours of on-track 
time. 

Assuming an average of only 
three miles per day, direct charges, 
including rental of locomotive, are 


Spans Mississippi 


estimated to amount to about $125 
per mile. Although the machine 
as described in the foregoing is 
designed for use with steam pow- 
er, it is reported to be readily 
adaptable without basic changes 
in any of its parts, except its steam 
turbines, for Diesel-electric opera- 
tion. 


with “Ribbonrail’’ 


e The New Orleans Public Belt 
Railroad recently installed con- 
tinuous rail on the double-track 
4%-mi. long Huey P. Long bridge 
over the Mississippi river at New 
Orleans, La., reusing in this work 
more than 75 per cent of the old 
rail on the bridge. Since many of 
the old rails were unusable be- 
cause of being driver-burned or 
curve-worn, 427 tons of new rail 
were required in providing con- 
tinuous rail entirely across the 
structure. An Oxweld pressure- 
welding machine was used to 
fabricate the continuous rail. 
Welding the new rail into 1,326- 
ft. lengths was the first step in 
the project. Then, using a string 
of push cars as the means of trans- 


portation, one of these lengths 
was taken out to the bridge and 
installed at the beginning of the 
work. The 39-ft. rails replaced by 
the first length of new rail were 
hauled back to the welding loca- 
tion where, after their ends were 
cropped to remove batter and bolt 
holes, they were welded into a 
continuous length. This stretch of 
old rail was then taken back to the 
bridge and joined to the previous- 
ly installed length of new rail, 
after which another length of new 
rail was installed. As before, the 
replaced rails in each instance 
were taken back for culling, crop- 
ping and welding. This procedure 
was carried through to the end of 
the work. 





The long rails placed on Huey Long bridge were hauled on push cars, as shown here 
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Above—The Florida East Coast serves 
an area in which weeds flourish every 
day in the year. Below—The chemical 
spray equipment utilized by the road 
was furnished by General Chemical di- 
vision of Allied Chemical & Dye Corp. 


Conquers Tough Weed 


e As the southernmost railway in 
the United States, the Florida East 
Coast has a vexing problem in con- 
trolling the growth of weeds in its 
tracks, particularly on the lower 
half of its lines. Being located in a 
sub-tropical area, the road has the 
advantage of serving a territory 
which produces much _ perishable 
traffic, but, for the maintenance 
men, it means continual warfare 
against weeds, which flourish ev- 
ery day in the year in this climate. 

Since the fall of 1946 the road 
has made substantial progress in 
weed control, resulting from sev- 
eral applications of the weed killer 
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known as Formula No. 7°, manu- 
factured by the General Chemical 
division, Allied Chemical & Dye 
Corp., New York. Some weeds 
have been eliminated, others have 
been definitely retarded, and such 
new growth that has appeared has 
resulted largely from residual seed 
population in the soil. It is antici- 
pated that continued treatment 
will result shortly in relatively 
clean track. 

An infinite variety of weeds 
grows in southern Florida, but the 
chief offenders are Bermuda grass, 
bunch grass, Para grass, maiden 
cane, Spanish needle, sand spur, 
cypress spur, wild morning glory, 
moon vine and gopher apple (yam 
family). In the areas where it is 

- found, the gopher apple is partic- 
ularly pestiferous. It is a low shrub 
that reaches about a foot in 
height, with thick foliage of a size 
and shape similar to oak leaves, 
and it has a powerful, extensive 
root system that seems to have no 
difficulty in penetrating even rock 
ballast with 20 to 30-ft. root 
strands, up to an inch or more in 
diameter. In the muck areas, Para 











*As origi-ally introduced, Fo-mu!la 7 was a com- 
pound of very low volatile petroleum aromatic oils 
containing co stituents equivalent to rot less than 5 
per cent trichloracet'c acid, plus 10 per cent acid : 
arsenical supplement 7A | 


Below—This section of Florida East 
Coast track, untreated at the time the 
photograph was taken, is overrun with 
a flourishing growth of weeds, while... 

















Control Problem 


I Sub-Thopieal lorida 


grass grows rapidly to a height of 
six to seven teet, if undisturbed. 
The use of weed burners to con- 
trol Para grass is prohibited be- 
cause the ground in such areas is 
often underlaid with peat and 
there is danger of starting under- 
ground fires, which are almost im- 
possible to extinguish and which 
might spread to destroy many 
acres of fertile farming land. 


Most Annoying Weeds 


Spanish needle and sand spur 
are particularly annoying to train 
service employees. These plants 
flourish along yard tracks and the 
fruit and vegetable packing-house 
sidings. The sand spur carries 
many vicious burrs with sharp 
spikes; the Spanish needle has thin 
splinter-like needles in large 
quantity. Both of these plants shed 
their burrs by the hundreds when 
disturbed, resulting in an almost 
endless task for switchmen and 
others working the packing-house 
runs in removing them from their 
clothing. 


...this adjacent section of track, in 
contrast, is relatively weed free, hav- 
ing been treated with three annual ap- 
plications by spray car of Formula No. 7 


The first application of Formula 
No. 7 was made in October, 1946, 
on approximately 54 mi. of single- 
track main line and sidings ex- 
tending south from Miami to Flor- 
ida City. The results indicated the 
desirability of continuing such ap- 
plications, since the vegetation 
was held in check for some four 
months, which is approximately 
the period of heavy shipping from 
the area covered. 

The following autumn, the ap- 
plication was repeated in the same 
territory, using an improved for- 
mulation of trichloroacetic acid 
(TCA) in oil. A 25-mi. section of 
the double-track main line north 
of Miami was also treated at this 
time, as were 20 mi. of the Lake 
Harbor branch in the Everglades 
muck land adjoining Lake Okee- 
chobee, along which are many 
packing-house sidings. The 1947 
application covered some 125 mi. 

On these applications, the chem- 
ical was sprayed over a 20-ft. 
swath—10 ft. on each side of the 
center of the track—or over 2.4 
acres per mile of track, using an 
average of 206 gal. of chemical per 
mile. In 1948 it was decided to ex- 
periment with lighter applications, 
more frequently repeated, and in 
May approximately the same ter- 
ritory was covered, using the oil 
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The sub-tropical climate in the 
territory served by the Florida 
East Coast is unusually favor- 
able to weeds of all types, which 
flourish here throughout the 
year. As a result, this road has 
been confronted with a number 
of vexing operating and main- 
tenance problems, and, in addi- 
tion, the lush growth has been 
regarded as undesirable from 
the public relations standpoint, 
particularly during the tourist 
season. Chemical control meas- 
ures, undertaken in_ recent 
years, have been highly suc- 
cessful, as described he~ein 





formulation of TCA plus 2,4-D. In 
this test somewhat less than halt 
the volume of chemical was used 
per mile. This trial application re- 
sulted in destroying much of the 
foliage, but it was not strong 
enough to kill the roots, and the 
regrowth was quite rapid. 


Much Actual Kill 


In November, 1948, therefore, 
the application was again at the 
rate of 206 gal. per mi., using For- 
mula No. 7 mixed with aromatic 
diluting oil. This application in- 
cluded the 54 mi. south of Miami; 
the double-track main line be- 
tween Miami and Fort Pierce, 124 
mi.; and 45 mi. on the Lake Har- 
bor branch in the Everglades be- 
tween Canal Point and Lake Har- 
bor, including all sidings. The 
main-line tracks are laid on a sand 
subgrade and are ballasted with 
native rock. Those of the Lake 
Harbor branch were originally 











ballasted with sand; more recently 
they have been reballasted with 
native rock. 

This rane was the most 


successful, not only in the areas 
where the cumulative effect of re- 
peated spraying was being felt, 
but also in such areas as had not 
been covered by previous applica- 
tions. A much higher percentage 
of actual kill was noted than ever 
before, amounting to over 90 per 
cent, so far as the troublesome 
Bermuda grass was concerned. 
Also, a four-month period elapsed 
before seedling regrowth began in 
any quantity and, except for one 
type of plant, such regrowth was 
caused by seeds blown on the 
tracks from adjacent fields. No 
amount of chemical seems to de- 
stroy the gopher apple, with its 
extensive root system, but the ap- 
plication did destroy the plant 
above ground and new shoots did 
not begin to appear until some 
months after the application of the 
chemical. 

The Lake Harbor branch is in 
the Para grass and maiden cane 
area, and the 1948 application was 
quite effective against these nuis- 
ances, the percentage of actual kill 
being about as high as with Ber- 
muda grass. On the Lake Harbor 
branch, the spraying of this tall 
grass is supplemented by the use 
of a Fairmont power weed mower 
along the side slopes of the em- 
bankment. 


Distribution of Toxic Elements 


The chemicals used and de- 
scribed as TCA and oil, known as 
Formula 7-B, have resulted in the 
distribution of the following toxic 
elements per mile of track, 20 ft. 
wide, or an area of 2.4 acres: 
Trichloroacetic acid 110 lb. per mi. 
2,4-D — 6 |b. per mi. 
Aromatic oil — 250 gal. per mi. 

The spray equipment utilized 
was supplied by the General 
Chemical division and consists of 
a box car coupled to tank cars. 
The box car contains positive-dis- 
placement pumping equipment, 
powered by a Wisconsin gas en- 
gine, the pumps being connected 
to 3-in. suction lines leading to 
the tank cars, and to 2-in. dis- 
charge lines with necessary met- 
ers, pressure-regulating devices 
and spray manifolds. The 20-ft. 
track section is covered by 12 
spray nozzles, mounted near the 
forward end of the car, four being 
within the limits of the ties, while 
the remainder are equally divided 
between two retractable booms, 
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one boom on each side of the car. 
One 10,000-gal. tank car serves as 
a mixing tank wherein Formula 
7B is mixed with aromatic diluting 
oil. The 2,4-D is introduced into 
the spray line in such a manner 
that it can be shut off immediately. 
Thus, when the spray train passes 
agricultural areas with susceptible 
crops, any 2,4-D spray drift may 
be eliminated. 


Results of Treatment 


From December, 1948, until 
May, 1949, the track treated may 
be described as weed and grass 
free, with the single exception of 
patches of gopher apple. Begin- 
ning with June, 1949, and the trop- 
ical rainy season, miscellaneous 
seedling growth appeared. A de- 
tailed inspection in August show- 
ed that 90 per cent of the original 
growth, including maiden cane, 
Fara grass, Johnson grass, Ber- 
muda grass, Spanish needle, horse 
nettle, wild grape, southern honey- 
suckle, napier grass and Sudan 
grass, had been completely eradi- 
cated, and that the seedling re- 
growth consisted mainly of up- 
right spotted spurge, which is an 
annual in northern climates. The 
patches of gopher apple remained, 
but these had not enlarged or in- 
creased in area, and in some cases 





were thinned out. It has also been 
noted that the treatment has pre- 
vented the encroachment of estab- 
lished vegetation beyond the 
spray limits to the areas within 
si limits. 

Prior to 1946, the Florida East 
Coast had not used chemical weed 
killer for 12 years and, therefore, 
a seed population had built up in 
the soil, much of which had not 
germinated due to competition 
and to shelter from sunshine by 
the foliage of the original infesta- 
tion. It appears, as is usual under 
these circumstances, that the up- 
right leafy spotted spurge had ger- 
minated because of the removal of 
competition and exposure to direct 
sunlight. A fourth application was 
made in October, 1949, primarily 
to eliminate the spotted spurge, 
and it is expected that. this was 
accomplished, as this plant is not 
rated as unduly resistant. It may 
be anticipated that with the ex- 
haustion of the residual seed pop- 
ulation, relatively clean track may 
be realized shortly. 

Weed-killing operations on the 
Florida East Coast are conducted 
under the supervision of J. H. 
Morgan, engineer maintenance of 
way, St. Augustine, Fla., in coop- 
eration with the weed killer de- 
partment of the General Chemical 
division. 
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MULTI-GAGE PUZZLE SWITCH—The track supervisor's nightmare shown here is 
located at the General Electric Company’s works at Erie, Pa., where electric and 
Diesel locomotives for the export trade and for domestic use are built and tested. 
This complex switch at the plant end of the test track handles nine different gages. 
Thése include: 30 in. and 36 in. (used in the Americas); 39.37 in., or meter gage, 
(used in many countries); 42 in. (Japan); 48 in. (industrial use); 561 in. (standard 
in U.S. and Britain); 60 in. (Russia and Panama Canal Zone); 63 in. (South America); 
and 66 in. (South America and India). Only four switch controls are required to 


handle any movement through the switch. 
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An open forum for maintenance men on track, 
bridge, building and water service problems 


Necessity for Cleaning Yards 


To what extent is yard cleaning necessary? How can this 


be done effectively? Explain. 


Hand Cleaning Too Expensive 


By R. V. DANGREMOND 


Roadmaster, Elgin, Joliet & Eastern, 
Gary, Ind. 


Yard cleaning is done in direct 
proportion to the extent of any 
railroad’s safety program. How- 
ever, several factors govern the 
extent to which yard cleaning is 
necessary. Some of these factors 
are: (1) Types of spillage found, 
i.e., whether it is rough, such as 
coke, coal, ore, stone, gravel, etc. 
or fine grained, such as sand, flue 
dirt, cinders, etc.; or (2) whether 
the spillage is evenly distributed, 
or in piles. If the material is not 
a safety hazard, it might have to 
be removed to facilitate track 
maintenance or possibly tamped 
under the track when out-of-face 
surfacing is done. Whether the 
material accumulates in a classifi- 
cation yard or a storage yard has 
some bearing on the extent to 
which cleaning is necessary. The 
type of yard involved may also 
determine the frequency of clean- 
ing. 

We have found it necessary on 
our railroad, in the interest of 
safety and economy in track main- 
tenance, to clean most of the 
tracks in our classification yards 
to the level of the top of ties at 
least once a year, and some of the 
tracks in these yards as often as 
four times a year because of heavy 
spillage. In storage yards we find 
that cleaning them down to the 
ton of tie once a year is generally 
sufficient. 

The walkways along the leads 
in our busy classification yards are 
cleaned daily by two or three men 
who cover the whole yard for this 
specific purpose and throw the 
material into the center of tracks 
behind or adjacent to the leads. 


RAILWAY ENGINEERING and MAINTENANCE 





We must do this to eliminate trip- 
ping hazards caused by constant 
spillage. 

To accomplish yard cleaning as 
outlined above, it has been neces- 
sary to work a gang of 35 to 40 
laborers with a foreman and an 
assistant foreman in each of three 
large yards on one division of our 
railroad during the 7 to 8-month 
season when there is no frost in 
the ground, and gangs with 12 to 
15 laborers each during the winter 
season. The most efficient method 
to clean yards with these gangs 
has been found to be with 10 or 
12 two-yard hydraulic dumv boxes 
mounted on push cars, which are 
loaded by hand and hauled by 








motor car to a conveyor located at 
an easily accessible spot. Here the 
dump boxes are dumped and the 
material elevated into a gondola 
for further disposal by crane on a 
dump track. 

Because cleaning yards by such 
hand methods is expensive, espe- 
cially since the advent of the 40- 
hour week, a great opportunity 
exists for the development of me- 
chanized methods of doing this 
tvpe of work. 


Cleaning Is Very Important 


By N. F. ALBERTS 


General Track Foreman, Chicago, Mil- 
waukee, St. Paul & Pacific, Chicago 


The expression “yard cleaning” 
does not seem to impress many 
railway officers and such work has 
seldom been regarded by them as 





Answers to the following questions are solicited from readers. 
They should be addressed to the What's the Answer editor, 
Railway Engineering and Maintenance, 79 W. Monroe St., 
Chicago 3, and reach him at least 30 days in advance of the 
issue in which they are to appear. An honorarium will be giv- 
en for each published answer on the basis of its substance and 
length. Answers will appear with or without the name and 
title of the author, as may be requested. The editor will also 
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To Be Answered 
In the April Issue 


1. What men in the track department 
should be examined on railway oper- 
ating rules and on safety? How 
thorough should these examinations 
be, and how often should they be 
held? 

2. What are the advantages of using 
a cushioning material between the 
steelwork of bridges and its supporting 
masonry? What special features should 
the material have for this service? 

3. Is it advisable to clean crib ballast 
as frequently as shoulder and inter- 
track ballast? If not, what relationship 
should obtain? What considerations 
are involved? 

4. What are the relative advantages 


which you may wish to have discussed. 


of fluorescent, incandescent and mer- 
cury-vapor lighting in railway build- 
ings? Where can each type be used 
to best advantage? Can they be used 
with special benefits in certain com- 
binations? Explain. 

5. What are the advantages and dis- 
advantages of having annual switch 
inspections? When and by whom 
should they be made? What should be 
covered? Explain. 

6. Under what conditions, if any, is it 
satisfactory or desirable to place the 
operation of water stations in charge 
of agents or other employees? What 
are the advantages or disadvantages? 
7. What are the latest developments 
in brick-laying devices? To what extent 
are they adapted to use by railway 
building forces? Explain. 
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important. Yet it is as important 
a task as most other track-repair 
work needed to maintain a rail- 
road. It represents neatness and 
good appearance, and insures the 
safety of other classes of workmen. 

It has been my practice until 
recently, when economic condi- 
tions forced us to dispense with 
the task of yard cleaning, to have 
men assigned the year round to 
keep switching leads, running 
tracks, team tracks, station 
grounds, and building surround- 
ings in a neat condition. 

We have scheduled this work 
for the assigned men as we sched- 
ule all other track-repair work. 
The men assigned to cleaning 
work, after being told what was 
wanted, have proceeded system- 
atically to keep station grounds, 
yard leads and other yard facil- 
ities in a very presentable condi- 
tion. 

The work assigned to a yard 
cleaner does not, however, include 
the occasional spill of a part load 
of coal, cinders, sand, ete., which 
might be dumped on a lead or 
track by a defective car. Such 
work would, of course, have to be 
done by a larger force of men. 

Assigned yard cleaners have 
been confined to yard running 
tracks, ladder tracks, building sur- 
roundings, station grounds, and 
team tracks, taking care of any 
foreign materials accumulating on 
the property form time to time. 

In the early spring, often as 
early as the first part of March, or 
whenever weather conditions be- 
come favorable, a special drive is 
made to go over our railroad facil- 
ities and clean the premises of all 
litter, coal, sand, cinders, and such 
other foreign material as may have 
accumulated during the winter. 

We use the greater part of our 
track forces to do this work and de- 
vote the greater part of March 
and April to it. Consideration is 
given first to our main-line tracks 
and interlocking plants. Next, we 
handle our station grounds, team 
tracks, switching leads, running 
tracks, and finally our yard tracks. 
In this drive we do a thorough 
job of cleaning, after which the 
yard cleaners are expected to 
maintain the property in a neat 
condition at all times. 

The disposal of the material 
gathered in the spring clean-up is 
decided by local conditions. On 
our main tracks we endeavor to 
dispose of as much of the material 
as possible along the right-of-way. 
Since our main tracks are elevated 
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in this area, it is difficult to use 
trucks for this purpose. When such 
disposal cannot be made, we pile 


the material along our freight 
tracks. If it is to remain there 
overnight or for a few days, a 
“lookout” order is issued to all con- 
cerned—thus reducing the proba- 
bility of anyone getting injured. 
The material is then disposed of 
either by loading it into a gon- 
dola with a crane equipped with a 
bucket, or by the use of five or six 
heavy-duty push cars eonipped 
with dump boxes that are hauled 
by a heavy-duty motor car to 
points where proper disposal can 
be made. 

The material recovered along 
yard leads, running tracks, team 
tracks, station grounds. and build- 
ing surroundings is loaded into 
company-owned trucks or trucks 
furnished by contractors. In con- 
gested areas where trucks cannot 
be operated. the motor-car outfit 
mentioned above with five or six 
push cars is used—or the crane 
and clamshell bucket will pick up 
the material and load it in gon- 
dola cars. 

The cleaning of yard tracks is 
generally handled by taking two 
tracks out of service while the 
cleaning is in progress. loading 
the material into gondola cars 
with crane and clamshell bucket. 
If a crane is not available, the 
motor-car and dumn-box method 
has been found satisfactory. 


Cleaning Reduces Hazards 


By WILLIAM LINDSAY 


Yard Foreman, Chicago & Illinois Mid- 
land, Pekin, Ill 


A clean yard indicates “good 
housekeeping” on the part of the 
foreman. Such good housekeeping 
cuts down the hazards that might 
result in injury. This is especially 
true at night or at other times 
when there is a minimum of light, 
but, night or day, clean yards pre- 
sent a good appearance and in- 
crease safety. 

In a medium-size yard the most 
efficient method of cleaning is to 
rake or shovel the material into 
large piles conveniently close to 
the track, yet far enough away so 
as not to form a hazard for work- 
ers in the yard, and then remove 
the. piles by truck or crane, de- 
pending on the amount of spilled 
lading, refuse, paper, etc., that has 
accumulated. 

In a large yard, this might not 





prove to be the most efficient 
method because of the inaccessi- 
bility of some of the inside tracks. 
However, at such locations where 
trucks are provided for track 
gangs, a temporary crossing of bal- 
last, boards, or other available ma- 
terial, could be built leading from 
the outside track. By picking an 
opportune time for loading, such 
an arrangement might get the job 
done earlier and reduce the time 
the debris would remain as a haz- 
ard. 


Mechanization Imperative 


By GeEorGE S. CRITES 
Division Engineer, Baltimore & Ohio 
(Retired), Baltimore, Md. 


Clean yards are safe yards. Also, 
rail and appurtenencies deterio- 
rate less rapidly when kept free 
of dirt and cinders, and_ tracks 
where there are interlocking or 
track circuits must be kept clean 
if they are to function properly. 
Yard cleaning is necessary to the 
extent that yardmen should not 
have to wade through grass and 
weeds in the performance of their 
duties, trip over scrap or rubbish 
or step into water and slip on 
mud. Track circuits should not 
short circuit, nor interlockings foul 


up. 
Vigilance is always necessary to 
keep yards clean. Metal scrap 


should be gathered up and put in 
a safe place whenever found. but 
alwavs ahead of a general clean- 
ing. If carmen drop their materials 
in vards, such materials should 
be delivered to their place of work 
and proper charges made against 
their department. Not all that is 
thus recovered will be scrap. 

In territories where there is ice 
and snow, yards will be dirty in 
the spring and must be cleaned 
systematically. Ladders should be 
cleaned first in order to reduce 
hazards. This can be accomplished 
by gangs shoveling dirt into piles, 
followed by cranes for loading the 
piles into trucks or dump cars for 
disposal. It may be necessary to 
have good, porous filling material 
available to smooth out holes and 
fix paths. 

In the body of yards, track 
forces should be given three 
tracks at a time for mechanized 
cleaning. In coal yards, it may 
be necessary to run a_spread- 
er to windrow debris between 
tracks, followed by a crane served 
by trucks or dump cars for dis- 
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posal of the material. Cleaning 
organizations should be efficient 
enough to justify taking tracks out 
ci service without increasing yard 
expenses beyond the savings made 
by mechanized cleaning. 


When labor was less costly, 
yards could be kept clean by small 
cleaning gangs casting or carrying 
scrap, rubbish and debris from 
ladders and the bodies of yards 
to places assigned for loading or 
disposal, but this method is now 
uneconomical. New yards should 
be laid out with dirt removal in 
view, and often in old yards it is 
necessary to remove every eighth 
or tenth track in order to secure 


room for accumulating dirt, rub- 
bish and scrap for final disposal. 
Off - track disposal machinery 
should be figured for. 

Where weeds are a_ bother, 
chemical treatment should be used 
in an effort to sterilize the ground 
against plant growth. Growing 
weeds must be burned with prop- 
er equipment. When burning is 
done, a general cleaning should 
follow because it will be surpris- 
ing how much scrap and debris 
the weed burning will uncover. 
All this should be done efficiently 
so as to interfere as little as pos- 
sible with switching operations in 
the yard. 


Methods of Housing Power Tools 


What is the most effective manner of protecting small 
roadway machines and power tools from the weather and 
vandalism when it is more convenient and less costly to 
leave them at work sites along the right-of-way? Explain. 


Boxes Have Many Advantages 


By R. A. HOSTETTER 


Inspector M. W. Roadway Machines 
and Equipment, Texas & New Orleans, 
Houston, Tex. 


By 1936 the demand for small 
tools, such as two and four-tool 
tie tampers, both electric and 
pneumatic, small electric plants, 
chain saws, rail saws, rail drills, 
small water pumps, and_ small 
electric tools, including concrete 
vibrators, etc., for use on section 
and bridge gangs became of su- 
preme importance in the operation 
of our railroad. Such importance 
has grown in proportion to in- 
creases in labor costs, until we 
now have some type of power tool 
with almost every main-line sec- 
tion gang and with all bridge and 
building gangs. 

Early in our use of small power 
tools it was found that much time 
could be lost in transporting these 
machines from headquarters to 
the points where the gangs were 
to work, especially where the 
gangs continued to work in the 
same location. The supervisor of 
eauipment on our lines quickly 
realized this loss in time and effort 
and designed a suitable protective 
roadside box for the four-tool 
electric tie tamners. This box is 
25 in. wide. 45% in. long, 26 in. 
hich at the back, and 36 in. hich 
et the front, and has lift handles 
on each side. A door, at the front, 
is hinged from the bottom and 
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locks at the top. When the door 
is lifted and locked the box be- 
comes a weatherproof house for 
the equipment. The boxes are 
made of %%-in. plywood and are 
well painted. The tamping tools 
are placed in another box, 30 in. 
wide, 44% in. long, and 30 in. high, 
with a lid opening on the top. The 
four tampers fit into the bottom 
portion, while at the back, upper 
part of the box, there is a tray 
built in for use in storing greases, 
oils, spare parts and parts books. 
This box is also made of %-in. ply- 
wood with handles on the sides 
for easy handling. These roadside 
boxes have proven such a success 
that we now have 130 of each type 
for electric tampers alone. 
Two-tool pneumatic type tie 
tampers are housed in a plywood 
box built by mounting the com- 
pressor on the bottom of the box 
and hinging the entire box from 
the bottom by unlocking the box 
at the bottom front side. It can be 
lifted back over the compressor, 
making the compressor quickly 
available for use. Tamping tools, 
hose and greases are contained in 
a small roadside tool box, 48 in. 
long. 36 in. wide and 36 in. high, 
that has a small tray built in the 
hack, upper portion. This also is 
built of 5%-in. plywood, with lift 
hendles, and hinged lid on the ton. 
The smaller electric plants used 
by our B. & B. gangs for lights, 
small power tools and chain saws 
are all housed in similar roadside 


boxes, all being made by our shop 
under the supervision of the super- 
i,or of equipment. It has been 
found that %-in. plywood is best 
suited for building these boxes 
because with this material a water 
repellent house can be quickly 
built at a nominal cost. Some of 
the advantages of such a box are: 
(1) It can be repaired quickly; (2) 
less labor is required to load and 
unload the equipment when carry- 
ing it into headquarters; and (3) 
the hazard of carrying unhoused 
power tools on motor and push 
cars is eliminated. 

We have not experienced a 
single loss due to vandalism to 
our equipment that has been pro- 
tected by our roadside boxes. 

These boxes serve another very 
useful purpose—that of protecting 
this equipment when it is being 
shipped from one location to an- 
other. All that is necessary is to 
place the equipment in the box, 
lock it and tag it. Necessary block- 
ing is attached within the box to 
prevent the equipment from shift- 
ing around. The boxes are all built 
sturdily by using steel angles, and 
are bolted together with %-in. 
carriage bolts, using heavy hasps 
and hinges. 


Canvas Covers Are Effective 


By S. E. Tracy 


Superintendent of Work Equipment, 
Burlington Lines, Chicago 


The correct and complete an- 
swer to this question can best be 
given only by the local supervisor 
or foreman who is well acquainted 
in his community. Experience over 
a period of time will make it pos- 
sible to determine whether it is 
more economical to haul roadway 
machines and tools to and from 
work sites every day or leave them 
in the field at night. It is always 
more convenient to leave small 
roadway machines and power 
tools at work sites along the right- 
-f way and, in general, it is more 
economical to leave them at the 
location where they are being 
used for a specific job, if it is the 
intention to continue with that 
work at or near the same location 
on the following day. 

Most roadway machines are de- 
signed for use in all types of 
weather but will give better serv- 
ice and longer life if protected by 
a canvas cover while not being 
used during the day or when in 
storage at night. A canvas cover 
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designed for the type of machines 
to be protected will tend to re- 


duce vandalism to the machine 
and the theft of the protection. 
Power tools and the small acces- 
sories used with roadway ma- 
chines can be protected from the 
weather by a canvas cover, but 
if such tools or accessories can be 
used or are readily converted to 
universal service, they should not 
be left on the right-of-way at 
night unless locked in a tool box 
or container of sufficient size and 
gross weight to provide transpor- 
tation difficulties. Locks do not 
prevent theft or vandalism, but 
they make it more difficult for the 
thief and discourage the klepto- 


maniac and the vandal. Vandalism 
by those outside of the local com- 
munity may be minimized by 
placing equipment at a location 
where it cannot be seen from a 
heavy-traffic road or highway. 

The color of the paint used on 
roadway machines and the type of 
metal used on many power tools 
tends to make them conspicuous, 
inviting vandalism and theft. A 
good camouflage, such as a water- 
repellent canvas cover, and some 
thought in the selection of a stor- 
age site, will reduce both vandal- 
ism and theft and will provide 
ample protection for most of the 
small roadway machines and pow- 
er tools. 


Distributing Ballast Uniformly 


What are the major factors involved in the distribution 
of ballast? What effective means or devices can be em- 
ployed to secure uniform distribution? Explain. 


Pans Save Rehandling 


By H. F. Tupper 
Division Engineer, Boston 
Dover, N. H. 


& Maine, 


The major factor involved in 
the distribution of ballast is to be 
able to dump just the required 
amount of ballast for the work to 
be done, whether the job is that 
of adding new stone ballast or 
resurfacing the track with stone, 
cinders or gravel. The amount of 
ballast to be applied depends 
wholly on the lift or raise to be 
made in the track, assuming that 
adequate shoulders are already 
provided. If the exact amount of 
ballast is dropped, much labor is 
saved in the handling of the ma- 
terial, such as picking up extra 
material, dropping additional ma- 
terial, leveling the cribs between 
the ties, and shaping shoulders. 

We have found that ballast pans 
leased to us by a manufacturer 
are very helpful in our stone-bal- 
last work. Such pans are rectang- 
ular trays of steel or an aluminvm 
alloy, which are provided with 
chain hangers which support the 
pans under car hoppers from the 
upper rim of thé cars. The trays 
have doors to control the amount 
of ballast deposited between the 
rails, and slides at the ends for 
shoulder work. These doors and 
slides are operated manually by 
convenient levers at the ends of 
each pan outside the limits of the 
car. 
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In “dragging” ballast by this 
method, enough cars of material 
are placed in a work train for a 
programmed day’s work. Two 
pans are placed under the hoppers 
of each of several cars. When a car 
is emptied, the pans are with- 
drawn from under the hoppers to 
the outside shoulder, the train is 
moved until the hoppers of a load- 
ed car are opposite the pans, and 
the pans are then slid over the 
rails, under the hopper, and ad- 
iusted for height, generally 3 or 4 
in. above the top of the rails. This 
operation can often be postponed 
until the train has to clear up on 
a siding, and then no productive 
time will be lost making the 
change. The train is then ready to 
continue distribution. 

A stone-ballast distribution out- 
fit, as we use it, consists of a work- 
train locomotive and caboose, hop- 
ner cars of material, at least six 
ballast pans, an extra-crew track 
foreman, an assistant foreman, and 
eight trackmen. Two trackmen are 
assigned to handle the pan levers 
actually distributing the ballast, 
one working under the direct su- 
pervision of the foreman on one 
side of the train and the other the 
assistant foreman on the opposite 
side. A trackman with a lining bar 
and hammer prepares the hoppers 
for-dumping and dumps the hop- 
pers as required. These ground 
men handle the setting and re- 
moval of the pans, as necessary. 
Five men with shovels are employ- 





ed in the car itself to assure a con- 
stant flow of material down into 
the hopper bottoms and onto the 
pans. 

When the day’s distribution is 
completed, all pans are removed 
from the cars at the site of the 
last dumping, and the train is re- 
leased. In the morning the train 
moves to the job with full cars of 
material, picks up the pans at the 
point where they were left. and is 
ready for work. We lose very little 
work-train time by using this 
setup. 

In dumping stone ballast for re- 
surfacing we attempt, with fair 
success, to distribute our material 
so that when the raise is made 
there is just enough stone to tamp 
under the tie fully, fill the cribs 
to within 1% in. of the top of the 
tie, and make our shoulders. 


Hang Pans From Cars 


By JAMES S. BECKER 


President, Scientific Production Corpora- 
tion, New York 


The first major factor in the dis- 
tribution of ballast is consideration 
of the variation of requirements. 
Most ballast is transported in coal- 
carrying hopper cars, the flow from 
which will not cover the entire 
ballast section. Therefore, special 
equipment is required for lateral 
spread and longitudinal control as 
the requirements change. Because 
many types of hopper cars are 
usually used in ballast service, 
control equipment must be adapt- 
able to all types in common use. 
It must be light in weight for easy 
handling and rugged enough to 
withstand the impact and abrasive 
wear of stone ballast. A high 
safety factor is essential because of 
the possibility of a derailment in 
the event of a failure under the 
moving cars. 

Another factor is the availabil- 
ity of track. Since most mainten- 
ance ballasting is necessarily re- 
quired on heavily traveled track, 
it is essential that ontrack time 
be kept to a minimum without go- 
ing beyond the point of reason- 
able return. The problem is to 
distribute the material in correct 
amounts where it is needed, and 
to clear the track as soon as pos- 
sible. It is not practicable to cut 
limited distribution time at the 
expense of a sloppy or wasteful 
job. 

Conservation of material is an- 
other factor. Large ‘volumes of 
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stone can be wasted by overfilling 
cribs, and spilling over shoulders 
and down embankments. 

Labor costs are a major factor. 
Labor rates are up 300 per cent 
since ballast spreading equipment 
has been available. Forking stone 
has not become any less difficult, 
remains expensive, and is the only 
method of reworking a sloppy dis- 
tribution job. 

The total distribution cost 
should, of course, be the deter- 
mining factor in selecting a com- 
petent method. Comparable cost 
studies can be made in which ma- 
terial, labor, dressing and rework 
are all considered. When special 
ballast cars are used it must be 
remembered that, when purchased 
in quantity, they involve a large 
sum of money, interest on which 
may add up to 50 per cent of the 
original cost. Idle time and repair 
costs are also factors with this 
type of equipment, as well as the 
cost of hauling the empties to the 
quarries. With an attachable de- 
vice, any coal-carrying hopper car 
in the vicinity of the ballast quar- 
ry can be spotted for ballast serv- 
ice. 

For raises less than 8 in., a 
spreading device is effective when 
coal-carrying cars are used. The 
flow must be regulated by equip- 
ment that can cover all or part of 
the cross section needed. This 
equipment should be installed on 
several of the cars in the ballast 
train so that as one car starts to 
run out another can be gradually 
cut in to yield a uniform amount 
in the track without stopping the 
train and backing up to make an- 
other pass. 

For most effective results a bal- 
last spreader should have six se- 
lections, with individual controls: 
Two between the rails; two out- 
side the rails; and two beyond the 
ties. This is necessary where uni- 
form distribution is required be- 
cause the flow of ballast from the 
individual and collective cars is a 
variable and the amount of the 
section to be covered varies as 
bridges, switches, water pans, 
crossing, etc., are encountered. 
The only device available with 
these essential controls is one that 
is hung from the top of the car. 
It is easily installed in several min- 
utes and is adjustable in height 
from the top of rail. It can be ap- 
plied to the loaded cars in the 
yards and pulled up against the 
hoppers for security while on the 
way to the site. It is then lowered 
enough to allow clearance for the 
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hopper doors but not enough to 
scrape train control inductors or 
grade and station crossings. 

The hanging type ballast spread- 
er has been effectively and eco- 
nomically used many years for 
controlled distribution in main- 
tenance service and for uniform 
distribution in light construction 
service. 


No More, No Less, No Move 


By F. R. MILLER 


Supervisor Track, New York Central, 
Kalamazoo, Mich. 


The distribution of ballast is a 
very important part of the main- 
tenance and appearance of track. 


For this work we have a number 
of proprietary-type ballast cars, 
which are very satisfactory in 
every way. These cars may be 
handled by two experienced men 
at the rate of 8 to 10 cars an hour. 
We find that when using both 
sides of this type car by placing 
boards directly behind the chains 
controlling the trap doors, we are 
able to unload ballast for lifting 
and also for trimming. 

We also use hopper cars for 
handling ballast and unload them 
by placing a pan at the bottom of 
these cars. By this means we can 
unload 4 or 5 cars an hour. 

Unloading ballast is a very ex- 
pensive operation, unless you get 
the ballast in the right places in 
the right amount. 


Incising Lumber and Timber 


What are the advantages and disadvantages of incising 
lumber and timber prior to treatment? Under what condi- 


tions is it advisable? Explain. 


Incised Timber Lasts Longer 


By J. O. BLEw 


Technologist, Forest Products Labora- 
tory, U. S. Department of Agriculture, 
Madison, Wis. 


Lumber and timbers are incised 
prior to preservative treatment 
primarily for the purpose of im- 
proving the penetration and dis- 
tribution of the preservative. The 
incising operation involves mod- 
erate reduction in the strength .of 
the timber but for most purposes 
this is not important and the in- 
cising of ties, poles, and other 
timbers is widely practiced. 

During the incising operation 
holes are punctured in the sur- 
face of the wood. These slit-like 
holes are % in. or less in width, 
and vary from % in. to % in. in 
length and from % in. to % in. in 
depth. 

The incising is done generally 
with machines. For sawed lumber 
and timbers, the machines are 
fitted with two pairs of drum rol- 
lers studded with replaceable in- 
cising teeth. The timber is passed 
between the rollers which are 
forced by heavy pressure against 
the four wood surfaces. Incising 
machines for poles are of a some- 
what different design and general- 
ly puncture a series of narrow 
bands of holes as the poles are 
turned in the machine. The poles 
may be incised full-length if they 


are to be pressure treated, but 
they are generally incised in a 
band approximately three feet 
wide at the ground-line zone since 
it is that part of the pole which ° 
requires the maximum protection 
of the preservative. 

The longitudinal or along-the- 
grain penetration of preservative 
in wood is usually several times 
greater than that transversely or 
across the grain. As a result of 
puncturing numerous, carefully 
spaced holes in the surface of the 
wood the opportunity for longi- 
tudinal penetration of the pre- 
servative is increased and it is 
often possible to obtain complete 
penetration over the entire sur- 
face of the wood to the depth of 
the incising holes. This is partic- 
ularly advantageous in woods re- 
sistant to treatment, such as the 
heartwood of Douglas-fir and sev- 
eral other species. The penetration 
of preservative is improved also in 
cedar poles as a result of incising 
since the sapwood of this species 
is resistant to treatment. In lodge- 
pole pine, the sapwood of which 
is easily penetrated, poles are fre- 
quently incised at the ground line 
prior to nonpressure treatment. It 
is thought, in this case, that incis- 
ing helps to improve the distribu- 
tion and concentration more than 
the depth of penetration of the 
preservative at the critical ground- 
line zone. The penetration of the 
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preservative in the sapwood of 
Douglas fir and western larch is 
improved through incising when 
poles of these species are to be 
treated in open tanks without pres- 
sure. 

Although incising results in 
some reduction in the strength of 
timbers, the benefits resulting 
from the improved treatment are 
considered to more-than-offset this 
disadvantage. Specifications gen- 
erally limit incising to lumber that 
is three inches or more in thick- 
ness because thinner material is 
more likely to be splintered or 
otherwise made unsuitable for its 
intended use. 


Gives Uniform Penetration 
By A. J. Loom 


General Superintendent Timber Preserv- 
ation, Northern Pacific, Brainerd, Minn. 


After many years of investiga- 
tion and experimental work at 
various treating plants and at the 
U. S. Forest Products Laboratory, 
the advantages of incising are 
recognized to the extent that it is 
recommended in treating specifi- 
cations of the American Railway 
Engineering Association, the Am- 
erican Wood Preservers’ Associa- 
ton and Government agencies. 

From my own experience in the 
treatment of the various species 
of wood used by the Northern 
Pacific, I believe the principal ad- 
vantage of incising to be the re- 
sultant improvement in uniform- 
ity of the penetration and distri- 
bution of preservative in all spe- 
cies we have treated. We have 
found it of special value in obtain- 
ing the required penetration and 
absorption of preservative in 
Douglas fir, of which the Inland 
Empire species is the most refrac- 
tory of any of the woods we treat. 
In experiments with matched 
pieces of West-Coast Douglas fir 
treated under indentical condi- 
tions, the incised pieces absorbed 
more than 40 per cent more pre- 
servative than the  unincised 
pieces. Penetration in all species 
of wood is more uniform to the 
full depth of the incisions. 

Tests conducted by the Forest 
Products Laboratory indicate that 
incising results in a slight reduc- 
tion in strength of Douglas fir 
products, cedar pole butts and 
certain other woods used for cross- 
ties, but the disadvantage of this 
loss is considered to be more-than- 
offset by the increase in protec- 
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tion resulting from the improved 
absorption and greater uniformity 
of penetration of preservative. 

For the reasons mentioned it is 
our standard practice to incise im- 
mediately before treatment all 
crossties and switch ties of each 
species used, and also all rectang- 
ular Douglas fir bridge material 
and timbers more than two inches 
thick. 

Tests made to determine the 
effect of incising on the air-season- 
ing of green maple, birch and 
beech ties indicate no appreciable 
effect on the rate of drying of the 
wood, but it has been observed 
that there is slightly less checking 
in ties that have been incised be- 
fore any appreciable number of 





large seasoning checks have ap- 
peared. A large portion of our ties 
are partially seasoned when they 
arrive at our treating plants, to tue 
extent that checking has already 
started. Therefore, in my estima- 
tion, incising before they are piled 
in the seasoning yards would not 
prove of enough advantage to 
warrant the extra cost of handling. 

Obviously, it is not advisable to 
incise all materials regardless of 
dimensions, purpose, species of 
wood, complicated — preframing, 
etc., but when performed in ac- 
cordance with A-R.E.A.-A.W.P.A. 
recommendations, I have observed 
that the advantages of incising 
before treatment, to the extent 
referred to, are clearly evident. 


Air Compressors for Large Bridges 


What are the relative advantages of using small portable 
air compressors, or fixed pipe lines and permanently lo- 
cated air compressors for cleaning the larger bridges? 


Explain. 


Small Compressors Better 
By S. F. GREAR 


Assistant Engineer of Bridges, Illinois 
Central, Chicago 


Small portable compressors have 
very distinct advantages over a 
permanent compressor and pipe 
lines for work on large bridges. 
A situation where a permanent 
installation is justified would be 
very unusual. 

At our bridge over the Ohio 
river at Cairo, Ill., we have had a 
permanent installation for many 
years, this being due to rather 
constant repairs to the steel and 
to the timber deck, rather than for 
cleaning and painting. 

Originally we had about 8,000 
ft. of pipe line, with a gasoline- 
driven compressor at each end, 
and, at times, another compressor 
in the middle. Owing to the re- 
construction of a part of the 
bridge, this line has now been 
shortened to about 4,000 ft., with 
an electrically-driven compressor 
at one end. This construction is 
feasible as we have a bridge gang 
at this point permanently, and we 
also have 24-hr. watching service, 
so we are not troubled by theft or 
vandalism. The compressor is 
housed for protection from the 
weather. 

I know of no other location on 
the Illinois Central where such a 
set-up could be justified. Paint 


gangs work only a few months at 
a time on any structure and com- 
pressors and pipe lines should be 
removed for protection. Compres- 
sors should be kept as close as pos- 
sible to the work to prevent losses 
of pressure through long air lines. 
Also, the cost of a larger compres- 
sor and longer lines would result 
in a much larger investment. 

The permanent set-up has some 
advantages in that the compressor 
can be housed; and, if gasoline 
driven, it is not necessary to han- 
dle gasoline on the bridge struc- 
ture. In my opinion, however, 
these do not offset the disadvan- 
tages. 


Uses Portable Compressors 
By CHIEF ENGINEER MAINTENANCE 


On my railroad, for cleaning 
large bridges, we prefer small, 
portable compressors mounted on 
wheelbarrows. This preference 
evolved from a study made a few 
years ago to determine the most 
economical and flexible mechani- 
cal means of cleaning bridges, 
with particular attention to a loca- 
tion where a number of double- 
track bridges, consisting of deck 
girders, deck trusses, and through 
trusses, crossed a river within a 
radius of one mile. The study was 
started primarily because of in- 
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creasing labor costs and the haz- 
ards involved in having men climb 
around these structures to remove 
accumulations of cinders and dirt 
from bridge seats. 

On the basis of this study, com- 
pressed air was finally adopted as 
the best means for doing the work. 
After investigating the cost and 
future maintenance of permanent 
compressors and pipe-line instal- 
lations at these bridges, it was de- 
cided to equip a small gang of 
two or three men, depending on 
the nature of the work and the 
need for a watchman, with a small 


portable compressor, air hose, and 
various lengths of %-in. pipe noz- 
zles. Long pipe nozzles enabled 
the men to reach the bridge seats 
and other spots from the deck of 
the bridge, thus eliminating the 
need for climbing. The compressor 
can be wheeled from job to job, 
thereby eliminating the moving 
and assembling of hose lines. 

Such a set-up has proved to be 
economical and efficient, and fu- 
ture maintenance and replacement 
costs will be small in comparison 
with installations of a permanent 
nature. 


Corrugated Translucent Skylights 


To what extent are translucent building panels adaptable 
for use in place of windows and for skylights in railway 


buildings? Explain. 


Plastics Now Available 
By ENGINEER OF BUILDINGS 


Although relatively new, trans- 
lucent panels are rapidly becom- 
ing well established as a building 
material for use in both construc- 
tion and maintenance. They are 
as well adapted for use as win- 
dows and skylights in railway 
buildings (and for other purposes 
too) as other materials may be. In 
many cases they are probably 
better suited to such use. There 
are at least two major products of 
this nature that are being manu- 
factured to admit light to either 
present or new buildings. 

One of these is classed as a 
polyester resin combined with in- 
ert glass fibers that can be molded 
to match the corrugations of any 
of the metal or asbestos-cement 
roofings or sidewall materials. 

This material is weather re- 
sistant, is shatter-proof, can be 
nailed without shattering, can be 
drilled, sawed with a hacksaw or 
power saw, and can be bolted in 
place with standard roofing straws 
or lead head bolts. Since it is made 
to nest with corrugated roof or sid- 
ing, no framing or flashing is re- 
quired. 

Since framing is unnecessary, it 
is easy to install in an existing 
building by removing the sheets 
of roofing or siding and slipping 
in sheets of the translucent ma- 
terial, fastening them to the pur- 
lins in the usual way. Such ease 
of installation permits the use of 
a normal maintenance crew and 
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lowers the cost of the installation. 

The other new product avail- 
able for skylights and windows is 
an acrylic, thermoplastic material 
which, when heated above 212 
deg. F., can be formed to almost 
any shape or curvature to match 
the corrugations of roofing or sid- 
ing materials. This material is 


light, weighing less than half as 
much as glass. It is easily machin- 
ed, making it possible to bolt 
sheets of it directly to corrugated 
metal or asbestos-cement sheets, 
eliminating the need for sash. It 
has dimensional stability, a high 
degree of light transmission and 
diftusion, and is shatter resistant. 
Finally, it is unaffected by outdoor 
exposure. . 

A typical example of the use of 
this material for skylights was in 
the field house at the University 
of Delaware. There the plastic 
was matched to corrugated alum- 
inum_ sheathing. Each skylight 
measured 18 ft. by 5 ft., and was 
made up of 36-in. by 60-in. panels, 
% in. thick. These were joined at 
the edges by overlapping 1'2 cor- 
rugations and bolting the panels 
together, using oversized holes 
and special resilient grommets to 
take care of expansion and con- 
traction. Each of the 15-sq. ft. 
panels weighed only 12 lb. For 
windows in buildings, such as tool 
houses, freight houses, engine- 
houses, or other buildings at which 
boys might throw stones, this 
plastic is ideal. Furthermore it is 
available in a flat sheet if desired. 
Such sheets are crystal-clear, hav- 
ing a light transmission value of 
92 per cent. 


Salt for Regenerating Zeolite Beds 


Why must the salt used in the regeneration of Zeolite 
water softening plants conform to certain specifications? 
How do these specifications differ from those of ordinary 


rock salt used for melting snow? 


Must Have 98 Per Cent NaCl 


By E. R. ScHLAF 
Assistant Superintendent Water Service, 
Illinois Central, Chicago 


Salt used for regenerating Zeo- 
lite beds should be free of insol- 
uble substances because of the 
mechanical difficulties which will 
otherwise result if used continu- 
ously. Regenerating salt should be 
at least 98 per cent chemically 
pure for two reasons, the first be- 
ing that of getting the most sodi- 
um chloride per unit of cost, and 
the second, and probably more 
important, that the presence of 
calcium and magnesium salts has 
a deleterious effect upon the re- 
generating ability of the sodium 
chlorides. For example, salt con- 
taining 2 per cent of calcium or 
magnesium chloride will neces- 


sitate 5 per cent more by weight 
of the regenerating material. This 
tendency increases as the purity 
of the salt decreases. The size of 
crystal is another item to consider 
if a high rate of solubility is a 
factor. 

The type of rock salt used for 
melting snow can be of low grade 
and still be satisfactory. Calcium 
and magesium chlorides as impur- 
ities in salt used for this purpose 
have the advantage of depressing 
the freezing point, but the slight 
disadvantage of being more cor- 
rosive to metal. In the amounts 
generally present, this tendency 
would be negligible. Insoluble 
impurities, such as lint, chips and 
stones would not be objectionable 
for this purpose, whereas they 
would be. detrimental if used in 
water softeners. 
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New, improved equipment, materials, devices 


(For additional information on any of the products described in these columns, use postcards, page 103) 


TRUCK BODY HOIST 


GAR WOOD Industries, Inc., St. 
Paul Division, Minneapolis, Minn.., 
is introducing into the railroad 
field its hydraulic truck-body 
hoist, known as the Dump It, 
which can be applied to any truck 
with a fixed body to convert it 
into a dump body. Trucks equip- 
ped with this hoist may be used 
for the hauling and_ rear-end 
dumping of ballast, sand, gravel, 
ties, tie plates, frogs, logs, lumber 
and other materials. 

Essentially, the Dump It hoist 
embodies a full-length steel chan- 
nel subframe, a hydraulic hoist 
mechanism, two lifting arms, a 
steel-channel body frame, a power 
take-off, and cab controls. The 
subframe is mounted on the truck 
chassis and supports the hydraulic 
hoist mechanism near its midpoint. 
The body frame supports the plat- 
form of the truck body and is con- 
nected to the rear of the subframe 
channels by malleable iron hinges. 
The lifting arms, actuated by the 
piston of the hydraulic mechan- 
ism, cause the body platform to be 
tilted to the dumping position. 

The Dump It line of hoists is 
made in four models: Colt, Pony, 
Mustang and Stallion. All models 
are furnished with an automatic 
safety lock which holds the body 
in the “down” position until the 
operator pulls a lever to release 
it. A safety overload valve is 
standard equipment on the hy- 
draulic mechanism of all models 
and protects the hoist and truck 
from damage if too great a lift is 
attempted. 

The manufacturer states that 
trucks of all makes, including 
those already in service, may be 
converted into dump types by re- 
moving the body, installing a 
Dump It hoist on top of the truck 
frame, replacing the body sills 
with steel channels that are furn- 
ished with the hoist, and remount- 
ing the body. In most cases, it is 
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Truck fitted with Dump It hoist handling snow on Chicago & North Western System 


claimed, the addition of the hoist 
will not increase the loading 
height of the body above the 
ground. 

The St. Paul Division also man- 
ufactures three types of truck 
bodies, which it is offering for use 
in the railroad field. One, known 
as the St. Paul All-Steel Stake 
Platform type, consists of a floor, 
95'2 in. wide and in lengths from 
8 ft. to 16 ft., formed of 10-gage 
sheet steel welded to a body frame 
which is made up of welded 5-in. 
longitudinal channels and_ 3-in. 
channel cross bolsters. Stake pock- 
ets are provided in the sides, the 
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The St. Paul Type DS body with drop-away hinged sides 
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front and the rear. On quantity 
orders, the manufacturer will sup- 
ply sides, ends, seats, canvas cano- 
pies, etc., to meet the require- 
ments of the purchaser. 

Another type of body, known 
as the St. Paul Type DS (drop- 
side) body, is designed primarily 
for hand loading of bulk mater- 
ials. As its name implies, it has 
drop-away hinged sides, and a 
double-acting tailgate. Seats and 
canopy are optional equipment 
with this body. The third type of 
body, known as the St. Paul Type 
C body, is a combination dump 

(Continued on page 156) 
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The HISTORY of the L&N 


is the History of Democracy! 


... Why do “Dictator” countries—some 
with far greater land areas than the 
United States — have fewer miles of 
railroad today than we had 100 years 
ago, when the L&N was born? 

... Because America believes in allowing 

individuals — and business — to grow. 

Such institutions as The Louisville and 

Nashville Railroad, and the communi- 

ties it serves, have grown and prospered 


amazingly under this way of life. 


... And the amazing story of America’s 
growth is written in the same spirit — 
the people of America have allowed 
their country to grow! 
WOODINGS FORGE AND TOOL CO. 


WOODINGS - VERONA TOOL WORKS 
VERONA, PA. ° CHICAGO, ILL. 








For additional information, use postcard, pages 103-104 February, 











and platform body with a perma- 
nent front, liftout sides, and sta- 
tionary or removable rear corner 
posts. This model may also be fit- 
ted with seats and a canopy. 


FAIRMONT CAR FOR 
BALLAST MAINTENANCE 


FAIRMONT Railway Motors, Inc., 
Fairmont, Minn., is introducing 
the W77 Series A Ballast Main- 
tenance car, an on-track,  self- 
propelled unit equipped on each 
side with  scaritiers, discs and 
blades for breaking up and churn- 
ing cemented or touled shoulder 
or intertrack ballast in order to 
maintain proper ballast drainage. 
It may also be equipped with bal- 
last equalizing and shaping boxes. 
Tests of the machine were con- 
ducted last fall on the New York 
Central, with successful results. 
The unit is powered by a 6-cyl- 
inder, 112-hp. Waukesha engine 
with a fluid coupling to the trans- 
mission. The transmission is a 
four-speed, heavy-duty type with 
a 14-in.  single-plate dry-dise 
clutch. The transfer case contains 
a two-speed gearing, and the final 
drive, therefore, has eight speeds 
in either direction. The deadhead- 
ing speed of the unit is 35 m.p.h. 
The tools are raised and lower- 
ed, moved in and out horizontally, 
and tilted with respect to the 
mounting to meet shoulder condi- 
tions—all by means of a hydraulic 
system with controls conveniently 
arranged in the cab, one set for 
each side of the machine. The hy- 





The Fairmont W77 Series A Ballast Maintenance car equipped with scarifiers, discs 








The American Model 825 DE, 25-ton DiesElectric locomotive crane, with Diesel 
power to the deck and electric power to the trucks 


draulic system is operated by a 
two-cylinder, air-cooled engine 
with direct drive to the pump. 


NEW AMERICAN 
LOCOMOTIVE CRANE 


A NEW 25-ton DiesElectric loco- 
motive crane, designated Model 
825 DE, has been introduced by 
the American Hoist & Derrick Co., 
St. Paul, Minn. In this unit it is 
said that thousands of pounds of 
wearing parts have been elimin- 
ated, resulting in sharply reduced 
maintenance costs. All deck opera- 
tions of the crane are powered 


ks Sate ; 


and blades, shown here in operation on the New York Central 


156 February, 1950 


directly by the Diesel engine. 
Travel is accomplished by electric 
motors which drive the truck axles 
through reduction spur gears and 
pinions. Features of the crane 
include a full-vision cab, enclosed 
roller-bearing turntable, finger-tip 
air controls, a clean, efficient deck 
layout, and anti-friction bearings. 


WEED-CONTROL CHEMICAL 


THE National Aluminate Cor- 
poration, Chicago, has announced 
a new _ weed-control chemical, 
known as Nalco H-170, which it 
is said, combines a contact, or 
top-killing, effect with an exten- 
sive root-killing action which sub- 
stantially retards regrowth. The 
chemical has been under develop- 
ment for several years. 

Nalco H-170 is a_ liquid, oil- 
base material that requires no 
mixing or dilution before appli- 
cation. Tests are reported to 
have shown that it will not con- 
taminate water supplies and that 
it may be used safely in livestock 
grazing areas. Because of its low 
volatility, it presents no fire haz- 
ard, either in storage or during 
application. 

For normal weed-killing oper- 
ations the manufacturer recom- 
mends the use of one gallon of 
Nalco H-170 for each 1500 sq. ft. 
of area. Any type of sprayer may 
be used for application. However. 
the company announces that its 
own spray cars will be available. 
if desired, in time for the 1950 
weed-control season. 
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Here's How You Can Get 


LONG-LASTING 
RESULTS 
plus LONG-TERM 
ECONOMY 


In Your Weed Control Program 
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YOECiTY 
GENERAL CHEMICAL 


Formula 7B 
Weed Killer 


For a weed-free track “immediately’—and 
complete sterilization ultimately—investigate 
the advantages of General Chemical Formula 7B 
Weed Killer. 

Here is a different and better weed killer that has won 


customer acceptance. It meets all requirements for improved 
Some of the advantages of General 
Chemical Formula 7B Weed Killer: 


KILLS Grasses 
KILLS Broad-leaved Weeds 
SUPPRESSES Seed Germination 


RESISTS Washing Away by 
Rainfall 


Helps PRESERVE Track 


control ... gets results against broad-leaved weeds and 
grasses where ordinary methods fail. With General Chemical 
Formula 7B Weed Killer, clean track and ultimate steriliza- 
tion can be a reality. Costly, wasteful, temporary measures 
can be eliminated for all time! 

Expanded use and improved production techniques have 
now brought this superior weed killer within the range of 
every budget. Learn today how the benefits of General Chem- 
ical Formula 7B Weed Killer can be extended to your system, 


too... for long-lasting results plus long-term economy. 


4 For further information, write to 
GENERAL 


CHEMICAL Weed Killer Department 


D0 = 
eoreot GENERAL CHEMICAL DIVISION Structure 
F ALLIED CHEMICAL & DYE CORPORATION 
a 40 Rector Street, New York 6, N. Y. 
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Changes in Railway Personnel 





General 


Stuart Shumate, supervisor of track on 
the Richmond, Fredericksburg & Poto- 
mac at Fredericksburg, Va., has been 
appointed superintendent of Potomac 
yard, Alexandria, Va., effective Janu- 
ary 5. 

Edwin M. Pelter, assistant trainmaster 
on the Southern, and an engineer by 
training and experience, has been pro- 
moted to trainmaster of the Mobile divi- 
sion, with headquarters as before at 
Selma, Ala. 


S. R. Lamb, superintendent of the 
Lethbridge division of the Canadian Pa- 
cific, with headquarters at Lethbridge, 
Alta. and formerly bridge and building 
master on that road has retired from 
active service. 

Robert J. Stone, assistant general man- 
ager, Eastern district, of the St. Louis- 
San Francisco, and formerly a track sup- 
ervisor on the Southern, has been pro- 
moted to general manager, with head- 
quarters at Springfield, Mo. 


Engineering 


M. D. Clark, superintendent in charge 
of the transportation, roadway and me- 
chanical departments of the Durham & 
Southern, has been appointed chief en- 
gineer, with headquarters as before at 
Charlotte, N. C. 


F. O. Crosgrove has been appointed 
valuation engineer for the Western Paci- 
fic at San Francisco, Cal., succeeding 
Richard I. Gloster, who has retired after 
28 years of service with the W. P. and 
its subsidiaries. 

Roy Lumpkin, assistant maintenance 
engineer of the Chicago, Rock Island & 
Pacific, with headquarters at Chicago, 
has been appointed manager of ‘the tie 
and timber department, with the same 
headquarters. 


W. S. Johns, Jr., assistant to the chief 
engineer—system, of the Pennsylvania, 
with headquarters at Philadelphia, Pa., 
has retired. A. W. Duke, assistant en- 
gineer maintenance of way of the Penn- 
sylvania at Indianapolis, Ind., also re- 
tired recently, after 44 years of service 
with this road. 


158 February, 1950 


J. M. Fair, whose retirement as as- 
sistant chief engineer maintenance of 
way of the Central region of the Penn- 
sylvania, with headquarters at  Pitts- 
burgh, Pa., was announced in the Jan- 
uary issue was born at Carlisle, Pa., on 
September 21, 1886, and received his 





J. M. Fair 


engineering education at Lehigh Uni- 
versity, from which he graduated in 
1908. He entered the service of the 
Pennsylvania on April 1, 1910, as a rod- 
man. After several assignments in this 
capacity and as transitman, he was ap- 
pointed assistant supervisor of track at 
Baltimore, Md., on October 7, 1915, 
and was later transferred to the office 
of the engineer maintenance of way at 
Philadelphia. In 1920 he was ad- 
vanced to supervisor of track on the 
staff of the chief engineer, and on July 
15, 1924, was transferred to Chambers- 
burg, Pa., returning to Philadelphia in 
1926 as supervisor on the Philadelphia 
Terminal division. In January, 1927, 
Mr. Fair was appointed to the staff of 
the general manager at Philadelphia, 
and a year later was transferred to the 
Buffalo division as division engineer, 
remaining there until February, 1930, 
when he was transferred to the Long 
Island at Jamaica, N. Y. In 1934 he 
was advanced to engineer maintenance 
of way of the Western Pennsylvania 
division, at Pittsburgh, and in 1942 he 
was promoted to assistant chief engineer 
maintenance of way, holding this posi- 
tion until time of his retirement. 


T. M. Mouring has been appointed 
assistant to the chief engineer of the 
Maryland & Pennsylvania, with head- 
quarters at Baltimore, Md. 


W. A. Foster, levelman on the Balti- 
more & Ohio, has been appointed clear- 
ance engineer, with headquarters at 
Baltimore, Md. 


E. D. Billmeyer, assistant engineer on 
the Western Maryland at Baltimore, Md., 
has been appointed assistant division en- 
gineer, with headquarters at Cumber- 
land, Md. 


L. M. Poitevin, instrumentman on the 
Canadian National at Cochrane, Ont., 
has been promoted to assistant division 
engineer, with headquarters at Quebec, 
Que. 


C. A. Beggs, formerly assistant divi- 
sion engineer of the Seaboard Air Line 
at Jacksonville, Fla., has been appointed 
assistant chief engineer of Santa Rosa 
Island Authority, Pensacola, Fla. 

M. A. Michel, designing engineer on 
the Pittsburgh & Lake Erie, has been 
appointed research engineer, with head- 
quarters at Pittsburgh, Pa. C. F. Gall 
has been appointed research engineer 
to succeed Mr. Michel. 


W. O. Boessneck, assistant chief drafts- 
man on the Erie at Cleveland, Ohio, 
has been advanced to chief draftsman, 
succeeding Charles M. Burgess, who re- 
tired October 31, 1949, after 43 years’ 
service. 

R. H. Beeder, whose promotion to 
assistant to chief engineer, system, of 
the Atchison, Topeka & Santa Fe, with 
headquarters at Chicago, was reported 
in the December issue, was born on 
August 26, 1905, at Mobile, Ala., and 
received his higher education at the 
University of Michigan. He _ entered 
railroad service with the Santa Fe on 
July 1, 1920, as a carman helper and 
signalman helper, with headquarters at 
La Junta, Colo. On September 1, 1925, 
he became a draftsman and later served 
in various engineering positions. On 
February 1, 1940, he was promoted to 
general foreman, bridges and_ buildings 
and water service, on the Western 
lines, and on September 20, 1943, he 
was appointed division engineer, with 
headquarters at Emporia, Kan. Mr. 
Beeder was promoted to district engin- 
eer, on May 6, 1948, and served in this 
capacity until his recent promotion to 
assistant to chief engineer, system. 

(Please turn to page 160) 
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@ Dependable self-propelling air motor drive . . . pro- 
vides maximum flexibility . . . no clutches or gears 
.. one lever controls forward and reverse travel. 
@ Free wheeling device permits high speed, long dis- 
tance towing. 


@ Four lifting jacks with transverse wheels permit 
shifting machine from tracks. 


for big 
7 
® Solid steel axles on Timken roller bearings .. . track jobs 


safety-tread steel platforms over wheels . . . hand 
rails on top of unit. 


® Effective braking on all four wheels. 


@ CP Flanged-Wheel Mounted Compressors are avail- 
able in 105, 160, 210, 315 and 500 c.f.m. actual 
capacity, gasoline or Diesel driven. Also non-self- 
propelled models. 


Write for further information. 


Cuicaco Pneumatic 


TOOL COMPANY 


s 8 East 44th Street, New York 1 





PNEUMATIC TOOLS © AIR COMPRESSORS © ELECTRIC TOOLS © DIESEL ENGINES 
ROCK DRILLS © HYDRAULIC TOOLS © VACUUM PUMPS © AVIATION ACCESSORIES 
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Railway Personnel (Cont'd) 





Paul H. Croft, whose promotion to 
assistant engineer maintenance of way 
of the Illinois Central, with head 
quarters at Memphis, Tenn., was an- 





Paul H. Croft 


nounced in the December issue, was 
born on December 22, 1892, at Fulton, 
ky. Obtaining degrees of B. S. in 
civil engineering and of civil engineer 
from the University of Kentucky, Mr. 
Croft entered railroad service in April, 
1914, with the Illinois Central, serving 
as a chainman at Fulton. He was ap- 
pointed rodman on August 16, 1915, 
with headquarters at Carbondale, IL, 
and was transferred back to Fulton two 
months later. On April 15, 1916, he 
was appointed instrumentman at Ful- 
ton, and on November 16, 1918, he 
was advanced to assistant engineer, 
with headquarters at Clinton, Ill. Mr. 
Croft was appointed instrumentman on 
August 1, 1919, working on construc- 
tion, and on December 1, 1921, he be- 
came assistant engineer at Chicago. He 
was promoted to track supervisor on 
February 6, 1922, at Dyersburg, Tenn., 
and was subsequently transferred to 
Christopher, Ill., Centralia, Ill., and East 
St. Louis, Ill. In September, 1941, he 
was promoted to division engineer, with 
headquarters at Clinton, and later was 
transferred to Water Valley, Miss. Mr. 
Croft was transferred to Chicago in 
March 1943, and served at that point 
until his recent promotion to assistant 
engineer maintenance of way. 

Clarence M. Kern, whose promotion 
to assistant division engineer of the Hun- 
tington division of the Chesapeake & 
Ohio at Huntington, W. Va., was noted 
in the December issue, was born at 
Clifton Forge, Va., on May 16, 1906. 
He entered the service of the C. & O. on 
March 13, 1929, as a junior rodman at 
Hinton, W. Va. He was advanced to in- 
spector at Clifton Forge in 1931 and to 
instrumentman at Huntington on March 
10, 1939. From December 20, 1943, to 
July 15, 1946, he served as resident en- 
gineer at Pikesville, Ky., and as assistant 
cost engineer at Clifton Forge, and on 
the latter date became assistant super- 
visor of track at Clifton Forge. Mr. Kern 
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was promoted to supervisor of track at 
Gordonville, Va., on October 1, 1948, 
where he remained until last September 
1, when he received his recent pro- 
motion. 


George H. Echols, division engineer 
on the Southern at Atlanta, Ga., has 
been promoted :to chief engineer, main- 
tenance of way and structures of the 
road’s Central Lines at Knoxville, Tenn., 
succeeding R. F. Logan, whose death on 
December 7 is reported elsewhere in 
these columns. Eugene T. Fitzgerald, 
assistant division engineer on the Sou- 
thern at Atlanta, Ga., has been promo- 
ted to division engineer, with the same 
headquarters. R. F. Bishop, structural 
engineer at Washington, D. C., has been 
advanced to assistant engineer. 

John W. Kidd, bridge and _ building 
supervisor on the Southern at Atlanta, 
Ga., has been promoted to assistant divi- 
sion engineer of the Knoxville division, 
with headquarters at Knoxville, Tenn. 


Raymond A. Jackson, assistant super- 
visor on the Maine Central at Lewiston, 
Me., has been promoted to division en- 
gineer, with headquarters at Portland, 
Me., succeeding John P. Scully, whose 
promotion to industrial, real estate and 
tax agent was announced in the January 
issue. 

J. Cameron King, recently promoted 
to bridge engineer of the Atlantic region 
of the Canadian National at Moncton, 
N. B., as noted in the December issue, 
was born at Vancouver, B. C., on De- 
cember 9, 1912, and attended the Uni- 
versity of British Columbia, from which 
he received the degree of Bachelor of 
Applied Science in 1939. Following his 
graduation, he was engaged in various 
capacities on the preliminary surveys 
for the Alaska highway and on the con- 
struction of military air fields in Alberta 
and Saskatchewan. He entered the ser- 





J. Cameron King 


vice of the Canadian National on April 
22. 1944, as a structural designer in the 
office of the engineer of bridges at To- 
ronto, and on December 19, 1948, he 
was advanced to assistant bridge engin- 
eer of the Central region at that point. 
He held the latter position until the 
time of his recent promotion. 





Loren Shedd, whose promotion to 
bridge engineer of the Grand Trunk 
Western, with headquarters at Detroit, 
Mich., was announced in the January 
issue, was born at Tekonsha, Mich., on 
July 20, 1899. He received a B.S. de- 
gree in civil engineering from the 





Loren Shedd 


Michigan State College in 1921, and en- 
tered the service of the Grand Trunk 
Western as a draftsman in 1927. Mr. 
Shedd was advanced to designing en- 
gineer on January 1, 1947, and served 
in the capacity until his recent promo- 
tion to bridge engineer. 


John McClure Salmon, Jr., assistant 
bridge inspector of the Louisville & 
Nashville, with headquarters at Louis- 
ville, Ky., has been appointed chief en- 
gineer of the Clinchfield, with head- 
quarters at Erwin, Tenn., succeeding 
V. B. Elliott, who has retired after 44 
years of service. Phillip R. Eastes, as- 
sistant bridge engineer of the Louisville 
& Nashville, with headquarters at Louis- 
ville, Ky., has been appointed assistant 
bridge inspector at that point, succeed- 
ing Mr. Salmon. Appointed to succeed 
Mr. Eastes is Lawrence E. Best, assistant 
engineer at Louisville, who has been 
replaced in turn by R. W. Pember, assis- 
tant engineer, Evansville division, at 
Evansville, Ind. John H. Upham, drafts- 
man at Louisville, succeeds Mr. Pember. 


William B. Throckmorton, system 
locating engineer of the Chicago, Rock 
Island & Pacific, has been promoted to 
chief engineer, with headquarters at 
Chicago, succeeding Frank W. Thomp- 
son, retired. Appointed assistant chief 
engineer at Chicago is Walter E. Heim- 
erdinger, engineer of bridges at that 
point, who has been succeeded by John 
F. Marsh, assistant bridge engineer. F. 
W. Madison, division engineer, with 
headquarters at Kansas City, Mo., re- 
places Mr. Marsh, and C. O. Bryant has 
been appointed division engineer suc- 
ceeding Mr. Madison. James T. Fitz- 
gerald, construction engineer, has been 
named engineer maintenance of way at 
Chicago, succeeding Belsur Bristow, ap- 
pointed principal assistant engineer at 
that point. Mr. Bristow succeeds Lorne 
J. Hughes, who has retired. 

(Please turn to page 162) 
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| “We Missed Your Order in 1949” 


; “YES AND I HAVE TO ADMIT THAT WE MISSED YOUR PROD- 
UCT. WE WERE SOLD ON A NEW TYPE OF PRODUCT. LET- 
TERS WERE SHOWN TO US STATING HOW EFFECTIVE THE 
PRODUCT WAS. THE PRICE WAS LOWER THAN YOURS AND 
SO YOU LOST OUT. WORSE LUCK, WE REGARD THE WORK 
OF 1949 AS A COMPLETE FAILURE.” 


“YOU USED OUR PRODUCTS AND SERVICE FOR MANY 
YEARS. PERHAPS YOUR RECENT EXPERIENCE INDICATES 
THAT OUR YEARS OF EXPERIENCE AND OUR SERVICE HAS 
A VALUE.” 


“WE FOUND THAT OUT. ANY EXPERIMENTING THAT WE DO 
HEREAFTER WILL BE ON A 2 X 4 BASIS. WE ARE TABULAT- 
ING OUR REQUIREMENTS RIGHT NOW AND YOU WILL HAVE 
OUR INQUIRY IN THE NEXT WEEK OR SO.” 





This is a situation that we run into at inter- istry involved. This is no task for a railroad 





vals. Well known chemical or oil companies 
go into our business, their copy writers work 
up enthusiasm, claims are made that are per- 


engineer, or even a railroad chemist. 


This business of producing weed killers is a 
highly specialized business. We have been in 


haps fantastic, and figures look so convincing. —_ that business since 1883. We live with this 
“ We make it our business to study every new problem 365 days per year utilizing talent 
d raw material and every new product that ap- well equipped to find the answers. 
» pears on the market. We make use of any _— The type of weed killer that you need is the 
new raw material which in tests proves that cne we will provide for your use. It may be 
nt it has a value in weed control work. one of water or of oil base, or of both. 
& . . 
;.- Even raw materials that prove of real value Perhaps we can guide you in your weed con- 
n- must be used with a knowledge of the chem- trol program for 1950. 
1. 
ig i 


; | READE MANUFACTURING COMPANY, INC. 


Executive Headquarters 
135 Hoboken Avenue 


Service Headquarters 
9500 Cottage Grove Avenue 


d- -_ Jersey City 2, N. J. Chicago 28, Illinois 

od ’ 

nt PLANTS IN NUMEROUS 
en RAILROAD CENTERS 
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RUST-OLEUM is unequalled for lasting protection 
against the ravages of rust. It’s the practical answer 
to most railroad rust problems because it can be 
applied to surfaces already rusted without extensive 
surface preparation. For 25 years —on major rail- 
roads—RUST-OLEUM has proved its capacity to 
stop and pe costly rust — on bridges, rollin 
stock, tanks, metal buildings, metal equipment oat 
other structures. 

An exclusive formula, RUST-OLEUM adds years 
of extra use to all metal surfaces. It cuts mainte- 
nance costs —indoors and out. RUST-OLEUM’S 
tough, pliable film dries to a firm finish that defies 
rain, snow, salt air, fumes, weathering, etc. 

Where rust has already started, RUST-OLEUM 
can be applied effectively and economically. Scrap- 
ing and wirebrushing to remove rust scale and dirt 
is all that is usually required. RUST-OLEUM 
merges the remaining rust into durable, rust-resist- 
ing coating that protects the metal against the ele- 
ments. Use it in all your maintenance work on all 
exposed metal. Specify it on all new equipment or 
structures to be sure of maximum results at the low- 
est cost, with assurance of the best foundation coat. 


Get the facts! . . . Write for complete data and 
recommended applications. Tell us your rust problems. 





1950 


RUST-OLEUM CORPORATION 


2585 Oakton Street * Evanston, Illinois 


For additional information, 





use postcard, pages 
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Railway Personnel (Cont‘d) 





H. Gray Carter, engineer maintenance 
of way of the Central of Georgia, has 
been promoted to chief engineer with 
headquarters as before at Savannah, 
Ga., succeeding Hiram F. Sharpley, who 
retired on January 1, after more than 50 
years of railway service. George A. Bel- 
den, engineer bridges and buildings, has 
been promoted to the newly-created po- 
sition of assistant chief engineer. The 
positions of engineer maintenance of 
way and engineer bridges and buildings 
have been abolished. 


Track 


Charles W. Bowers, assistant engineer 
on the Central of Georgia, has been 
promoted to road supervisor on the 
Savannah division, with headquarters 
at Millen, Ga. He succeeds W. V. 
Waters, who retired on January 1 after 
48 years’ service. 

H. O. MecDaniels, rodman on_ the 
Pittsburgh & Lake Erie, has been pro- 
moted to assistant supervisor at East 
Youngstown, Ohio, effective January 1, 
filling the vacancy left by the promotion 
of J. M. Dedds, to supervisor, which 
was announced in the November issue. 


W. L. Wages, section foreman on the 
Illinois Central, with headquarters at 
Memphis, Tenn., has been promoted to 
supervisor of track at Lambert, Miss., 
succeeding J. H. Dame, Jr., who has 
been transferred to Greenwood, Miss. 
Mr. Dame succeeds J. W. Fowler, whose 
death is reported elsewhere in these 
columns. 


W. H. Shoemaker, supervisor of track 
on the Pennsylvania, with headquarters 
at Valparaiso, Ind., has joined the Rich- 
mond, Fredericksburg & Potomac as 
supervisor of track at Potomac Yard. 
Alexandria, Va., succeeding D. C. Hast- 
ings, who has been appointed main 
line supervisor of track at Fredericks- 
burg, Va. Mr. Hastings succeeds Stuart 
Shumate, whose appointment as super- 
intendent at Potomac Yard is noted else- 
where in these columns. 


R. E. Kleist, assistant supervisor of 
track on the Maryland division of the 
Pennsylvania, with headquarters at Wil- 
mington, Del., has been promoted to 
supervisor of track of the Lake division, 
at Orrville, Ohio, succeeding R. D. 
Baldwin, who has been transferred to 
the Conemaugh division at Kittanning, 
Pa. Mr. Baldwin succeeds R. M. Bu- 
chanan, who has been transferred to 
Dayton, Ohio, replacing H. M. Curtiss, 
who has resigned. L. E. Ward, junior 
engineer on the Panhandle division at 
Coshocton, Ohio, has been appointed 
assistant supervisor of track on the 
Chicago division at Colhour, Ind., suc- 
ceeding C. G. Weinel, who has been 
transferred to Wilmington replacing Mr. 
Kleist. These changes became effective 
January 16. 

(Please turn to page 164) 
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One for Tb 


One Oliver “Cletrac” crawler tractor with a Sargent 
Overhead can do all the work of leveling, ditching 
and grading along the right-of-way. 

On this job, for example, one man using 
the Oliver ‘““Cletrac’” and Sargent Overhead leveled a 
strip 200 feet wide and one-quarter mile long at far 
lower cost than was possible with other methods. 


The strip was leveled and rough graded 
with the bulldozer. Then, in 5 minutes, the bulldozer 
blade was removed and the Overhead shovel filled in 
the low spots along the track to assure good drainage. 
When the bulldozer is used, the Overhead shovel acts 
as a counterbalance for most effective dozing. 

In addition to the bulldozer and shovel, 
the Oliver “Cletrac” and Sargent Overhead can be 
equipped with a backhoe for ditching and trenching 
work ... with a coal bucket for loading coal and other 
loose material . . . and the unit can also be used for 
snow removal. The Overhead is frequently used for 
hoisting service around yards and loading points. 

For lowest cost maintenance, investigate 
the Oliver “Cletrac” and Sargent Overhead. See your 
local Oliver ‘‘Cletrac” Distributor. 


Cletrac 


a product of 


The OLIVER Corporation 


Industrial Division, 19300 Euclid Avenue, Cleveland 17, Ohio 





A Complete Line 
of Crawler and 
Industrial Wheel Tractors 
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and Trestles 
From Grass and 
Weed Fires 


HASC 


. the Concentrated Gonate One 


So 











Do away with fire-hazardous weeds and grasses 
about timber bridges and trestles, tie piles and 
buildings the thrifty, modern way ... with 
BORASCU! Eliminate costly, labor-consuming, 
shovel-cutting operations too by using safe, non- 
corrosive, and economical BORASCU ... the 
low-priced concentrated borate ore. 


BORASCU is the ideal chemical because it is non-selective and destroys 
most all vegetation. When correctly used, BORASCU will prevent 
the growth of vegetation for 12 to 24 months, or longer. BORASCU 
is applied dry, just as it comes from the convenient, easily disposable, 
100-lb. bags. Your section hands can apply BORASCU, without 
tieing up tracks and equipment, by following simple directions. A 
common 12-quart pail and BORASCU are all that is required to elimi- 
nate weeds and grasses. 


© Start your economy in weed control now ... write at once for your copy 


of the latest Borascu bulletin containing full information and address 
of our Field Office nearest to you. 


PACIFIC COAST BORAX CO. 


DIVISION OF BORAX CONSOLIDATE LIMIT 


510 WEST SIXTH STREET @® LOS ANGELES 14, CALIFORNIA 


February, 1950 For additional information, use postcard, 





Protect Timber Bridges | 
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Allan Hazen, inspector on the Maine 
Central, has been appointed assistant 
track supervisor at Lewiston, Me., suc- 
ceeding Raymond A. Jackson, whose 
promotion to division engineer is noted 
elsewhere in these columns. 

C. M. Thompson, transitman on the 
Canadian Pacific at Moose Jaw, Sask., 
has been promoted to roadmaster at 
Wilkie, Sask., succeeding D. H. Dunphy, 
whose promotion to division engineer 
was noted in the January issue. 


G. H. Sims, roadmaster on the Sea- 
board Air Line at Charleston, S. C., has 
been appointed acting general road- 
master at that point, replacing J. D. 
Coe, who is ill. Mr. Sims will have 
charge of all lines north of Savannah. 
C. C. Crenshaw, assistant roadmaster on 
the Virginia division at Hamlet, N. C., 
has been appointed acting roadmaster at 
Charleston to succeed Mr. Sims. 


J. P. McIntyre, assistant supervisor of 
track on the Philadelphia division of 
the Pennsylvania, with headquarters at 
Lancaster, Pa., has been promoted to 
supervisor of track on the Indianapolis 
division at Columbus, Ind., succeeding 
E. J. Sierleja, who has been transferred 
to the Williamsport division at Williams- 
port, Pa. Mr. Sierleja succeeds J. W. 
Harper who has been transferred to the 
Fort Wayne division at Valparaiso, Ind., 
to replace W. H. Shoemaker, whose an- 
pointment as supervisor of -track on the 
Richmond, Fredericksbure & Potomac 
is noted elsewhere in these columns. 
A. J. Syversten, junior engineer at New 
York, has been appointed assistant su- 
pervisor of track at Jamesburg, N. J.. 
succeeding A. Cywin, who has_ been 
transferred to Lancaster replacing Mr. 
McIntyre. 


Effective January 1, the Lehigh Val- 
ley abolished its Wyoming division and 
merged it with the New York and the 
Buffalo divisions. The following changes 
in personnel assignments have resulted 
from this action. J. E. Crowley, formerly 
division engineer of the Wyoming divi- 
sion, has been appointed track super- 
visor, with headquarters as before at 
Wilkes-Barre, Pa.. replacing J. F. Curry, 
who has been transferred to Auburn, 
N. Y., to succeed C. J. Marr, who has 
been assigned to other duties. The posi- 
tion of track supervisor at Towanda. 
Pa., has been abolished and W. C. 
Burke, who formerly held that position, 
has been transferred to Sayre. Pa.. to 
replace J. A. Senall. Mr. Senall has been 
transferred to Buffalo. N. Y., where he 
succeeds A. J. Murphy, who has been 
appointed assistant supervisor at Man- 
chester, N. Y. O. W. Kays, assistant su- 
pervisor at Easton, Pa., has been trans- 
ferred to Sayre. 


Bridge and Building 


In connection with the consolidation 
of territories on the Pennsylvania men- 
tioned in the December issue, F. D. 
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Day, master carpenter of the former 
Monongahela division, has been ap- 
pointed assistant master carpenter of 
the Pittsburgh division at Pittsburgh, 
Pa.; J. Brandimarte, master carpenter of 
the former Erie and Ashtabula division, 
has been made assistant master car- 
penter of the Lake division at New 
Castle. Pa.; and C. A. J. Richards, 
master carpenter of the former Grand 
Rapids division, has been appointed 
assistant master carpenter of the Fort 
Wayne division at Grand Rapids, Mich. 


In connection with the consolidation 
of territories on the Lehigh Valley, de- 
scribed more completely elsewhere in 
these columns under Track, W. P. Clark, 
supervisor of bridges and buildings of 
the former Wyoming division, has been 
appointed assistant supervisor of bridges 
and buildings, with headquarters as be- 
fore at Wilkes-Barre, Pa. 


Frank M. Kaylor, assistant bridge 
and building supervisor on the Southern 
at Atlanta, Ga.. has been promoted to 
bridge and building supervisor at Val- 
dosta, Ga., succeeding Rush A. Kelso, 
who has been transferred to the At- 
lanta division, at Atlanta, to replace 
John W. Kidd, whose promotion to as- 
sistant division engineer is noted else- 
where in these columns. 


J. A. Campbell, assistant master car- 
penter of the Philadelphia division of 
Pennsylvania at Harrisburg, Pa., has 
been promoted to master carpenter of 
the St. Louis division, with headquart- 


ers at Terre Haute, Ind., succeeding | 


R. A. Westergren, whose transfer to the 


Maryland division at Baltimore, Md., | 


was noted in the January issue. J. J. 
Betelak, junior engineer on the Mary- 
land division at Baltimore, has been 
promoted to assistant master carpenter 
of the Philadelphia division, succeeding 
Mr. Campbell. 


Special 


D. A. Morris has been appointed su- 
pervisor of work equipment on_ the 
Grand Trunk Western, with headquart- 
ers at Durand, Mich. 


H. G. Pike, research engineer on the 
Pittsburgh & Lake Erie, at Pittsburgh, 
Pa., has been appointed superintendent 
of equipment, with headquarters at 
McKees Rocks, Pa. 


Obituary 


Martin W. Thomas, retired tie and 
timber inspector on the Southern, died 
at Greensboro, N. C., on November 22, 
1949. 

J. W. Fowler, supervisor of track on 
the Illinois Central, with headquarters 
at Greenwood, Miss., died recently. 

Robert F. Logan, chief engineer, 
maintenance of way and structures, of 
the Southern at Knoxville, Tenn., died 
suddenly on December 7, 1949. 

(Please turn to page 166) 
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BRIGGS & STRATTON 





Of All That Is Best 
In Gasoline Engine Performance 





e « e backed by experience gained in 
more than 30 years of continuous 
production and the building of more 
than 4 million air-cooled engines. 


There are more Briggs & Stratton engines in service than 
all other makes of gasoline engines in their field combined 
—proof that they are “preferred power” the world over. 


Insist on Briggs & Stratton 4-cycle, single-cylinder, air- 
cooled engines to power your equipment. 


BRIGGS & STRATTON CORPORATION 
Milwaukee 1, Wisconsin, U. S. A. 


FACTORY 
SUPERVISED 
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CHAPMAN CHEMICAL COMPANY 


772 DERMON BUILDING e MEMPHIS 3, TENNESSEE 


166 February, 1950 For additional information, use postcard, 
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The rapid advances recently made in developing 
chemicals to kill or suppress the growth of grasses 
and weeds now make it possible to maintain a 
clean right-of-way with considerably less labor 
and at far less cost than older methods. 

At the same time, the great variety of plant life, 
climatic conditions and soil types encountered 
make it impossible to offer any one chemical 
“prescription” for all such purposes. 

That’s why we suggest that you consult us 
about your specific problems. Our experience with 
actual operations, coupled with our close contact 
with agricultural experiment stations and other 
authoritative sources of up-to-the-minute data, 
will permit us to suggest the most effective mate- 
rials and methods for your purpose. 

Chapman products available include Penta 
General Weed Killer, Sodium TCA, and various 


2,4-D combinations. There’s no cost or obligation 


when you write or call for information. Do it today. 
TRADE 





MARK 











Association News 








Metropolitan 
Maintenance of Way Club 


The next meeting of the club will 
be held on February 23, in the Skyline 
Room of the Hotel Shelburne, Lexing- 
ton avenue and Thirty-Seventh street, 
New York. The program will feature a 
paper by H. C. Drake, research con- 
sultant of Sperry Rail Service, Danbury, 
Conn., describing the new Sperry ultra- 
sonic rail inspection detector cars which 
are capable of detecting rail defects 
within the limits of the joint bar. The 
program will be preceded by a dinner, 
beginning at 6:30 p. m. 


Maintenance of Way 
Club of Chicago 


A record-breaking attendance of 222 
members and guests crowded into the 
dinner meeting of the club on January 
23, to hear C. B. Bronson, maintenance 








Meetings and Conventions 


American Railway Bridge and _ Building 
Association—Annual meeting, September 18- 
20, 1950, Hotel Stevens, Chicago. Elise 
LaChance, Secretary, 431 S. Dearborn 
Street, Chicago 5. 


American Railway Engineering Association 
—Annual Meeting, March 14-16, 1950, Chi- 
cago. W. S. Lacher, Secretary, 59 E. Van 
Buren street, Chicago 5. 


American Wood-Preservers’ Association— 
Annual meeting April 25-27, 1950, Rice Hotel, 
Houston, Tex. H. L. Dawson, Secretary-treas- 
urer, 839 Seventeenth street, N. W., Wash- 
ington 6, D. C. 


Bridge and Building Supply Men’s Associa- 
tion—E. C. Gunther, Secretary, 122 S. Mich- 
igan Avenue, Chicago 3. 


Maintenance of Way Club of Chicago— 
Next meeting, February 27, 1950. E. C. Pat- 
terson, Secretary-treasurer, Room 1512, 400 
W. Madison street, Chicago 6. 


Metropolitan Maintenance of Way Club— 
Walter L. Turner, Jr., Secretary, 30 Church 
street, New York. 


National Railway Appliance Association— 
R. B. Fisher, Secretary; Lewis Thomas, assist- 
ant, Secretary 59 E. Van Buren street, 
Chicago 5. 


Railway Tie Association—Annual meeting, 
August 28-30, 1950, Brown Hotel, Louisville, 
Ky., Roy M. Edmonds, Secretary-treasurer, 
610 Shell Building, St. Louis 3, Mo. 


Roadmasters’ and Maintenance of Way 
Association of America—Annual meeting, 
September 18-20, 1950, Hotel Stevens, Chi- 
cago. Elise LaChance, Secretary, 431 S. 
Dearborn street, Chicago 5. 


Track Supply Association—Lewis Thomas, 
Secretary, 59 E. Van Buren street, Chicago, 5. 
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of way assistant to vice-president, New 
York Central System, discuss the sub- 
ject of “How Long Should A Rail Be?” 
The text of Mr. Bronson’s address will 
appear in an early issue of Railway 
Engineering and Maintenance. 

The next meeting of the club, to be 
held at the usual place—Eitel’s Restau- 
rant in the Field Building—will be on 
February 27, and will be addressed by 
]. P. Newell, general manager, Western 
region, Pennsylvania, who will speak 
on the subject “Let’s Get More Out of 
Work Equipment.” The business session 
will be preceded by the usual reception 
and dinner beginning at 6:00 p.m. 


Record Exhibit Assured 
During September Convention 


The interest already manifested by 
railway supply companies in the exhibit 
to be held at Chicago in September by 
the Track Supply Association and the 
Bridge and Building Supply Men’s As- 
sociation is such as to indicate that 
this exhibit will be the largest ever 
held by these associations. This ex- 
hibit will be held during the concurrent 
but separate conventions of the Road- 
masters’ and Maintenance of Way As- 
sociation and the American Railway 
Bridge and Building Association, which 
will take place September 18-20. At 
the time of going to press applications 
had already been received from 66 
firms which will occupy a total of 165 
booths. This space is in excess of that 
used in any past exhibit of these as- 
sociations. An indication of the wide- 
spread interest in the exhibit is the 
fact that applications have been re- 
cived from six firms that have never 
exhibited before. 

Supply companies interested in par- 
ticipating in the exhibit should address 
their requests for information to Lewis 
Thomas, Director of Exhibits, 59 E. Van 
Buren street, Chicago. 


American Railway 
Engineering Association 


It is now possible to announce a 
number of the more important events 
to take place at the annual con- 
vention, to be held March 14-16 at 
the Palmer House, Chicago. One of 
these will be an inspection by those 
attending the convention of the new 
$600,000 research laboratory construct- 
ed by the Association of American Rail- 
roads, on the campus of the Illinois 
Institute of Technology. The laboratory 
will be open for any visitors who may 
care to inspect it on Monday, March 
13, but on Tuesday afternoon it is 
planned to close the meeting at the 
Palmer House at 4:00 o'clock to per- 
mit the group as a whole to participate 
in a formal inspection of the laboratory. 
The group will be taken to the labor- 
atory in a special train provided by the 
New York Central, which will leave 
the LaSalle street station at a time 
to be announced later. The train will 
return to the “Loop” at about 6 p. m. 

(Continued on page 168) 
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50 YEARS OF DEPENDABLE SERVICE 1900-1950 


Get it for one job . 





Use it for many. 


Naturally your Schramm Model 
60 Crawler will be busiest at its 
main job, tie tamping, because it 
is an ideal four-tamper compres- 
sor for either spot or (with mul- 
tiple units) out-of-face tamping. 
But that won’t limit your Craw- 
ler’s usefulness. You'll find that 
it’s no prima donna with a single 
role. The Crawler’s mobility fits 
it to many railroad jobs. Some 
are listed at the right. As you 
look them over reflect that busy 
machines are better earners and 
that your Crawler will be seldom 
idle because it is versatile. Then 
write “The Compressor People” 
for all the interesting facts. Ask 
for Bulletin FC 49. 


SCHRAMM 





additional information, use postcard, pages 103-104 


Track and Right 

of Way Maintenance 

Tie tamping (with 4 tampers) 

Tie boring 

Rail bonding drilling 

Rail grinding 

Spike driving 

Pressure grouting 

Spraying fire-retardant coat- 
ing on bridge decks 

Rock drilling 

Weed mowing and burning 

Weed spraying 

Bridges and 
Buildings 

Chain saws 

Jack hammers 

Backfill tampers 

Concrete vibrators 

Paint sprayers 

Sheet pile drivers 

Rust chippers 

Concrete breakers 

Injecting joint iron under 
bridge seats 

Air-driven pumps 
Miscellaneous uses 

(non-air) 

Towing 

Snow clearing around sta- 
tions and yards 

Operating belt-driven ma- 
chines such as saws, sump 
pumps, etc. 

Back-filling excavations 


THE COMPRESSOR PEOPLE 
(. WEST CHESTER 
PENNSYLVANIA 
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Another important feature on the 
program of the convention will be an 
address by W. G. Vollmer, president, 
Texas & Pacific, who will be the prin- 
cipal speaker at the annual luncheon 
on Wednesday. 

Only one committee meeting has 
been scheduled for February. The Com- 
mittee on Wood Bridges and Trestles 
will meet on February 9 at the Roose- 
velt hotel at New Orleans, La. On the 
following day the committee will visit 
a large sawmill at Alexandria, La., to 
study the handling, inspection and 
grading of lumber. 

The February Bulletin (No. 486), 








will be mailed to members on February 
15. This bulletin will contain the re- 
ports of four committees, namely, Road- 
way and Ballast, Track, Rail, and Co- . 
operative Relations with Universities. 


Supply Groups Announce 
Agreement on Exhibitions 


The National Railway Appliances As- 
sociation, the Track Supply Association, 
and the Bridge & Building Supply Men’s 
Association have entered into a formal 
agreement, to remain in effect until Sep- 
tember 30, 1956, in which it is stipu- 
lated that, during the period of the 
agreement, exhibitions of manufacturers’ 
products sponsored by these  associa- 


BLACKMER WEATHERPROOF PUMP- 
ING UNITS PROVIDE DEPENDABLE 
SERVICE FOR REFUELING DIESELS 


In a typical “push-button” Diesel fueling in- 
stallation a 200 g.p.m. Blackmer Pump retuels 
a two-unit Diesel locomotive in an average 
time of about four minutes. Leading railroads, 
Diesel power plants, bulk petroleum handlers 
and industrial users cut operating costs with 
Blackmer Pumps. 


Typical Outdoor Blackmer Railside Installation 
Blackmer Pumps are “self-adjusting” for wear to provide a sus- 
tained high efficiency. Should working parts eventually wear 
out, they may be inexpensively and quickly replaced. Blackmer 
Pumps are the choice of cost-minded Diesel men because of: 
1. Low power consumption. 2. Minimum maintenance. 3. Long 
service life whether installed indoors or in an exposed outdoor 


installation. 


Write for Bulletin 307, “FACTS ABOUT ROTARY PUMPS." 
BLACKMER PUMP COMPANY—GRAND RAPIDS, MICHIGAN 
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tions during conventions of railway en- 
gineering and maintenance officers will 
be spaced 18 months apart instead of 
beng held twice annually as has been 
the general practice in recent years. 

It has been the policy of the N.R.A.A- 
to sponsor an exhibition in March of 
each vear during the annual convention 
of the American Railway Engineering 
Association. Smilarly, the T.S.A. and 
the B.&B.S.M.A. have sponsored an ex- 
hibition each year in September during 
the simultaneous conventions of the 
Roadmasters’ & Maintenance of Way 
Association and the American Railway 
Bridge & Building Association. Since 
many railway supply companies are 
members of all three associations the 
practice of holding exhibits in both 
March and September each year has 
meant that these companies have been 
subjected to the expense of two exhibits 
a year. The new agreement is an ex- 
pression of the desire of the members 
of the three manufacturers’ associations 
“to restrict the number of their exhibi- 
tions and to coordinate the exhibiting 
acivities of their respective associations 
toward the end that more effectiveness 
and greater economy can be achieved in 
holding their respective exhibitions. . . .” 

The agreement specifies that the as- 
sociations “will combine their efforts 
and jointly cooperate in giving exhibi- 
tions only every 18 months, “commenc- 
ing in September, 1950, and followed 
in March, 1952, September, 1953, 
March, 1955, and September 1956. 
... The exhibitions in September, 
1950, 1953, and 1956 are to be under 
the auspices of the T.S.A. and_ the 
B.&B.S.M.A., but will be “joined in by 
the National Railway Appliances As- 
sociation.” The exhibitions in March, 
1952, and 1955 are to be under the 
auspices of the N.R.A.A., but are to be 
“joined in by the Track Supply Associa- 
tion and the Bridge & Building Supply 
Men’s Association.” In order to partici- 
pate, a supply company or individual 
must be a member of the association 
sponsoring the supply exhibit in any 
particular year. A_ stipulation of the 
agreement is that neither the signatory 
parties nor any of their members will 
hold exhibitions or displays during the 
conventions in 1951 and 1954. It is fur- 
ther specified that the location of the 
exhibitions shall, if possible, be the 
Coliseum at Chicago. 

Each of the three associations “will 
retain its own identity and exclusively 
be responsible for such social functions 
which have been a matter of practice 
throughout their histories in connection 
with the convention activities of the 
railway associations their activities 
served.” Specifying that the agreement 
will remain in effect until September 
30, 1956, the agreement states that at 
that time the “three contracting associ- 
ations agree to have their respective 
boards of directors re-examine the re- 
sults of these coordinated endeavors 
with the view of establishing a perma- 
nent practice with respect to the rail- 
road supply industry’s exhibition _re- 
sponsibilities.” 
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The agreement was signed by the 
presidents of the three  associations— 
H. M. McFarlane of the N.R.A.A., Ken- 
neth Cavins of the T.S.A., and G. R. 
Betts of the B.&B.S.M.A.—and was. at- 
tested by the secretaries of the associ- 
ations—R. B. Fisher, Lewis Thomas, 
and E. C. Gunther, respectively. 








Supply Trade News 








General 


A $10,000,000 modernization and 
building program is being carried out 
by Fairbanks, Morse & Co., at its 
principal plants. Among the first proj- 
ects is to be the installation of a new 
$2,500,000 power plant, housing three 
80,000-Ib. steam boilers, at the Beloit 
(Wis.) works. Work is nearing comple- 
tion on a new branch office at Chicago, 
and personnel is expected to occupy 
the building early in February. 


In the sales expansion program of the 
Graver Water Conditioning Company, 
since its establishment as a_ separate 
division of the Graver Tank & Mfg. Co., 
the concern has appointed three of the 
parent company’s engineering represen- 
tatives as its sales agents: J. R. Fortune 
& Son, Detroit, Mich.; the Stapp Engi- 
neering Company, Denver, Colo., and 
the Process Equipment Company. 


Tulsa, Okla. 
Personal 


V. E. McCoy has resigned his posi- 
tion as chief engineer of the National 
Aluminate Corporation, Chicago, to en- 
gage in other business activities. 

G. W. Stahl has been appointed divi- 
sion sales manager of the Blackmer 
Pump Company at Chicago. Mr. Stahl 
formerly represented the A. O. Smith 
Corporation and the Yale & Towne 
Manufacturing Co. 


J. J. Davis, Jr., manager of sales, rail- 
road_ division, Inland Steel Company, 
Chicago, has assumed also the responsi- 
bility for pig iron and chemical sales. 
A. C. Engh has been appointed man- 
ager of the pig iron and chemical sec- 
tion of the consolidated sales units. 


C. B. Armstrong, formerly manager, 
railroad sales, Eastern region, of the 
Air Reduction Sales Company, has been 
appointed assistant to the  vice-presi- 
dent, railroad sales and D. E. Dallman, 
formerly division manager at New 
York, has been appointed to Mr. Arm- 
strong’s previous position. Both will 
maintain headquarters at 60 East 42nd 
street, New York. 


Dwight L. Merrell, formerly manager 
of sales for construction industries of 
the Carnegie-Illinois Steel Corporation, 
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a United States Steel Corporation sub- 
sidiary, has been appointed sales man- 
ager of this subsidiary for the Philadel- 
phia, Pa., district. Other managerial 
promotions are as follows: Samuel Mc- 
Clements, Jr., as sales manager for the 
railroad materials and commercial forg- 
ings division, F. Royal Gammon as sales 
manager for the Eastern area,’ Wesley 
C. Bobbitt as sales manager in the New 
York district, and Donald K. Wright as 
assistant sales manager in Philadelphia. 

John H. Trent, whose retirement as 
vice-president in charge of transporta- 
tion sales of the Johns-Manville Sales 
Corporation was reported in the Jan- 
uary issue entered railroad service in 


1901 as an apprentice on the Illinois 
Central. He served in the mechanical 
and stores departments and later work- 
ed as storekeeper at Water Valley, 
Miss., Memphis, Tenn., and Paducah, 
Ky., until 1907, when he joined Johns- 
Manville. Since 1907 he has worked 
in various capacities, including general 
sales manager, western region, general 
sales manager transportation and gov- 
ernment department, and vice-president 
in charge of transportation sales. 


The Dearborn Chemical Company, 
Chicago, has announced the following 
personnel changes: C. C. Rausch, assist- 
ant vice-president, who was formerly 
associated with the railroad field pri- 








Fanon Wend 


SUCCESSFUL WEED CONTROL 


CHIPMAN CHEMICAL COMPANY, INC. 


Chicago * Houston © BOUND BROOK, N.J. © Palo Alto © Portland 
Railroad Weed Control Service Since 1912 


A COMPLETE LINE OF WEED KILLING CHEMICALS 
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marily, 
the industrial 
rust preventive 
markets; 
visor and 
manager 
production and maintenance fields; E. 
M. Welch, formerly sales representative 
in Pittsburgh, Pa., 
cago 
water treatment and equipment; 
Silsbee 
charge of all 
service 
“No-ox-id”; A. H. 
directing 
laboratories, 
tor, product development, 
assisted by L. O. Gunderson as assistant 
director; and Dr. 
has been promoted to directing chem- 
ist, 
tory at Chicago. 


sentative in the 
Industrial Brownhoist Corporation, Bay 
City, Mich., 
sales manager in charge of the New 
York territory. 


has been appointed manager of 
department’s “No-ox-id” 
sales in all company 
J. G. Surcheck, technical ad- 
engineer, becomes assistant 
of “No-ox-id” sales in the 


has joined the Chi- 
manager of sales of 
.. &. 
assistant manager in 
national accounts and 
water treatment and 
Reynolds, formerly 
chemist of the company’s 
has been appointed direc- 
and will be 


office as 
becomes 


for both 


Wayne L. Denman 


with headquarters at the main fac- 


H. C. Atwater, formerly sales repre- 
New York office of the 


has been appointed district 


J. S. Crane, vice-president and secre- 


tary of the Simmons-Boardman Publish- 
ing Corporation, 
manage 
pany’s 
cluding 


has been assigned to 
advertising sales for the com- 
transportation publications, in- 
Railway Engineering and 











LARGE or 
SMALL... 


BURRO DOES EVERY JOB 
EFFICIENTLY, 
ECONOMICALLY 


Whether the Burro is used to speed 
track laying or relocation, for bridge 
building, earth or ballast handling or 
it will 


handle every job more efficiently and 


on locomotive coaling jobs, 


economically—because Burro Cranes 


are built for railroad work. 


Fast travel speeds—up to 22 M.P.H. = 
Draw Bar Pull of 7500 Ibs. (often eliminates need fev well train or | 
| 


locomotive). 


flat car (see illustration). 


Write for Bulletins 
1301 S. Kilbourn Ave., 


CULLEN-FRIESTEDT CO., 





Elevated Boom Heels for working over high sided gondolas. 
Short tail swing—will not foul adjoining track. 
Low overall height—Burro can be loaded and worked on a standard 


CULLEN-FRIESTEDT CO., CHICAGO 23, ILL. | 
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Maintenance, Railway Age, Railway 
Mechanical and Electrical Engineer and 
Railway Signaling and Communications, 
succeeding §. Wayne Hickey, who has. 
been granted a leave of absence. Mr. 
Crane, heretofore in charge of advertis- 
ing sales in the Eastern district for an- 
other Simmons-Boardman _ publication, 
American Builder, has also been given 
supervision of research and promotion 
on all the company’s publications. J. R. 
Thompson, vice-president in charge of 
advertising sales transportation papers, 
in the Western district, has been ap- 
pointed assistant manager, advertising 
sales, transportation papers, reporting 
to Mr. Crane. He will, for the time be- 
ing, retain his present assignment in 
the Western district in addition to his 
new duties. Messrs. Crane and Thomp- 
son will continue to maintain head- 
quarters as before at New York and 
Chicago, respectively. 

Col. A. L. Bartlett, formerly engineer 
maintenance of way of the New York, 
New Haven & Hartford, has joined the 
sales department of the F. Burkart 
Manufacturing Company, Railroad Tie 
Pad Division. Colongl Bartlett will 
represent the company in the eastern 
territory. 


James F. McCartney has been ap- 
pointed general sales manager of The 
Duff-Norton Manufacturing Company, 
with headquarters at Pittsburgh, Pa. 
Mr. McCartney will be in charge of all 
railroad, industrial and mining sales 
of Duff-Norton jacks. 





Chicago 23, Illinois 
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Trade Publications 
(To obtain copies of any of the 


publications mentioned in _ this 
column, use postcards, page 103) 


Fire Extinguishing Equipment—The 
Ansul Chemical Company has published 
a 20-page catalog describing the com- 
plete Ansul line of dry-chemical fire 


equipment. Included are the Model 
B_ extinguishers, piped systems, and 
large stationary units. The catalog 


also includes charts showing character- 
istics of approved hand fire equipment 
and comparative effectiveness graphs. 
Chemical Ice and Snow Remover 
The Chem Industrial Company has is- 
sued a technical bulletin on its chemi- 
cal ice and snow remover, known as 


Melt. This product is a powder (small 
pellets) designed for use in loading 
docks, steps, sidewalks, streets, park- 


and for thawing frozen 
pipes and switches. 


Steel Fabrication and 
Erection—The plants and products of 
the American Bridge Company are 
featured in a 16-page booklet recently 
published by this company. It presents 
a brief history of each of the company’s 
six structural steel fabricating plants, 
and lists the principal buildings and 
products of each plant. The booklet is 
illustrated with striking photographs of 
some of the important bridges, build- 
ings and other structures which have 
been fabricated and erected by the 
American Bridge Company. 


ing lots, etc., 
gutters, sewers, 


Structural 





CLASSIFIED ADVERTISEMENTS 


Use this section when seeking a new 
man, new position, or when buying or 


selling secondhand equipment. 


CLASSIFIED ADVERTISEMENTS . . 
$10.00 an inch, one 
three inches wide, an_ insertion. 


inch deep by 


EMPLOYMENT ADVERTISEMENTS . . 
10 Cents a word a month, including 
eddress, minimum charge $2.00. 


Remittance must accompany each 


order. 


Railway Engineering and Maintenance 
Classified Advertising Department 
79 W. Monroe St., Chicago 3 


HELP WANTED 


Sales Engineer for direct representa- 
tion of progressive manufacturer of 
railway maintenance equipment. Prefer 
engineer or practical trackman who 
knows track maintenance. Attractive 
proposition to a producer. Reply to 
Box 250, Railway Engineering and 
79 W. Monroe St., 
Chicago, Illinois. 


Maintenance, 
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TRAXCA ATOR 
SCOOPS'4 BUZ2ARD 


TO FREE UNION 
PACIFIC FACILITIES 


SIMPLIFY TRACK |... 
MAINTENANCE 


rs Wwe aS 








_.. with the RTW 
P-11-S PORTABLE 
CROSS GRINDER 


Meet today’s more urgent demands for fast, 
economical track maintenance by using this 


improved, light-weight, portable, and easy- 
to-operate Rail Joint Cross Grinder and Slot- 
ter—the Model P-11-S. You will find the 
P-11-S a real time-saver for removing over- 
flow metal at rail ends as well as cross grind- 


» Six miles east of Rawlins, Wyoming, 
in 41° below zero weather, this T2 TRAX- 
CAVATOR helps scoop a blizzard from 
buried Union Pacific facilities — at the 
Sinclair refinery. 


The sure-starting Diesel engine, and the 
sure-going tracks of the ‘‘Caterpillar’’ D2 
Tractor mean power and traction, aplenty 
— to master severe weather and footing 
conditions. And the TRAXCAVATOR’S 
fast, dependable weather-proof hoist in- 
sures continuous clearing and loading of 
loose or packed snow and ice. 


Emergency duty only emphasizes the 
proved ability of all 5 TRAXCAVATOR 
models (1/2 to 4 cubic yards capacity) to 
do dozens of other railroading jobs — like 
cleaning ditches, loading ballast, remov- 
ing slides. Al] off track and under one- 
man control. Request full information from 
your TRACKSON-“Caterpillar” Dealer or 
write to TRACKSON COMPANY, Dept. 





Eo 


ing behind welding crews. Here are some of , RE-20, Milwaukee 1, Wisconsin. | 
the reasons: i 
***Grinding wheel spindle and gasoline en- 
gine pivot 360°—you work both rails with 
only one grinding head. 


***Light weight permits quick and easy track 
clearance. 


***Pivoted foot clamping device with auto- 
matic release holds grinder firmly against 
rails during slotting. 


' ***Engine and_ grinding equipment are 
: mounted on transverse carriage which oper- 
d ates on ball bearing rollers running on steel 
guides. 


aon 


***Hinged and coil-spring-mounted handle 
for feeding 8” grinding wheel permits easy 
operation, any depth of cut. 


Write today for free bulletin on the 
P-11-S Portable Cross Grinder. 








3207 KENSINGTON AVE., PHILADELHIA 34, PA. 


AGENTS FOR 
THOR Independent Tools @ LeRoi Air Compressor @ 
Dapco Paint Sprayer @ Chicago Latrobe Drills & Bits @ 
Track Grinding Wheels 


TRAXCAVATOR 


The Original Tractor Excavator 








or 
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LOWER COST 


OPERATION 
Longer Life 


Layne well water systems are de- 
signed and built to produce much 
greater volumes of water than can 
be obtained from the conven- 
tional type of installation. Skillful 
designing and precision manu- 
facture of the Layne Vertical Tur- 
bine pump used in these systems 
give extra high efficiency. The 
results are: more water—less cost 
and longer life for the unit. Fur- 
thermore, Layne well water sys- 
tems are so ruggedly built that 
upkeep cost is almost nothing. 


Pa 4 ¥ aa Z 
Ft gg Wes 
Lig SAMA WR 


Thousands are now serving cities 
and industries throughout the 
world. 

For further information on 
Layne Well Water Systems—or 
Layne Vertical Turbine Pumps, 
catalogs, etc., address 


LAYNE & BOWLER, INC. 
General Offices 
Memphis 8, Tenn. 











SEALTITE 


ESSENTIAL PRODUCTS 





PRODUCTS 
ILLUSTRATED 
from top to bottom 

Sealtite Car Bolt 
Sealtite Lag Screw 

Loktite Nut 
Sealtite Guard Rail Bolt 
Sealtite Timber Boit 
Sealtite Hook Bolt 
Sealtite Washer Nut 


Double-Life FINISH— 


Sealed in Zinc—Actual service 
tests reveal distinct economies 
are effected by specifying Sealtite 
Essential Products with Double- 
Life Hot-Dipped, sealed in zinc 
finish. Corrosion is retarded— 





the fasteners have much longer 
life and expensive replacements 
are eliminated. Protect your in- 
vestment—specify Hot-Dipped 
Galvanized—Sealed in zinc. 


LEWIS BOLT & NUT CO. 


MINNEAPOLIS, MINNESOTA 











Range 
FROM. 2 GPM 





TO 1050 GPM 


id 

















If your problem is to deliver a clean liquid in any 
capacity from % to 1050 gpm, check the complete 
line of Viking rotary pumps. All are self-priming, 
non-pulsating and capable of delivering against 
pressures to 100 psi (200 psi in heavy-duty styles— 
500 psi on hydraulic oils.) 


The complete capacity range is available in either 
standard or special construction to meet your re- 
quirements. 

Pumps are built to handle any liquid ranging in 
viscosity from L-P gas to 
grease. Check your require- 
ments in bulletin 50SY. Send 
for your free copy today. 







Pump Company 
(@f=te lel am well i 


lowa 
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tie (E> OF AMERICA'S 
CLASS I RAILWAYS 


For Efficient and 
Economical Service 











Q and C UNIVERSAL TYPE 
GUARD RAIL CLAMPS 


The sturdy drop forged yoke of heat treated steel 
is designed of I-beam construction to insure extra 
strength and holding power. 

One size of yoke is suitable for a range of rail 
sections, which simplifies and reduces your 
storeroom stocks. 


Order now for early delivery. 


THE Q AND C COMPANY 


Chicago 5 New York 6 St. Louis 1 
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by today's high-speed freight and passenger trains. \ JA, [- Be oe 
We control every step of their manufacture — from es 

the specification of the specially-developed formula 

and process used in making the steel to the forming, S P R I N (Ss WA S inl E R S 

hardering, tempering and testing operations. 


Their dependabil- made especially for Railroad Service 


ity has been proven 
by years of actual service on hundreds of railroads. 


1950 


February, 


BEALL HI-DUTY SPRING WASHERS, being made especially for railroad service 
are strong and tough, yet provide the necessary “springing action” required at 
rail joints, frogs and crossings. 


BEALL TOOL DIVISION 05 Sscmroce sr, east aLron, Kt 


SPECIALIST MANUFACTURERS OF SPRING WASHERS 














job 
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Oshkosh, Wis. 
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lectric Plants speed 
s! Economical to run 


. maintenance costs are low. That’s because their 


T 
J 


{ELECTRIC-PLANTS) 


all types—over 100 models and hun- 


WEh on-the 
ools and emergency | 


variations. Write for informat 


Cost-cuth 
pro 


UNITED STATES MOTORS CORP. 


438 Nebraska St. 


ign is simple, rugged, trouble-free. 
Export Div: 


line includes 


the work and trim your cost 
dreds of v 


ou'll like the way “ 


desig 


212 E. Washington Ave., 




















Do you know all the answers for 


* THE INTENSIFIED SUPERVISION and 
* THE GREATER MECHANIZATION 
that are essential with the 40-hr. week? 


Unquestionably, the 40-hr. week will result in improved operating methods and the adoption of 
more labor-saving equipment to handle railroad maintenance in a shorter work week. Never before 
has there been a greater need for the latest edition of the 


RAILWAY ENGINEERING & MAINTENANCE 
CYCLOPEDIA 


This volume is packed with factual information on the latest approved maintenance practices and 
contains descriptions of hundreds of the most recent mechanical equipment, devices and materials 
used by the railroads. Every man responsible for the construction and maintenance of Track, 
Signals, Bridges, Buildings and Water Service should have a copy. It is the only reference book 
of its kind and was prepared by a staff of experienced railway men for railway men. 


iain | 


We have sold more copies of the 
REM 2-59 | 


Simmons-Boardman Publishing Corp. 
79 West Monroe St., Chicago 3, Ill. 
Send me a copy of the new Railway Engineering & 

+ 


Maintenance Cyclopedia at the price of $8.00 pos 
paid. | enclose check or money order. 


Seventh Edition than any previous one. 
We have printed additional copies to 
take care of the increased demand, 
but the supply is still quite limited. 
A book of this kind would ordinarily 
sell at $25.00 per copy. Get yours 





Name 
Address now by using the attached coupon 


at the price of only 1,220 pages 


1,400 action pictures, 
cs 00 Post charts and diagrams 9 in. by 12 in., 
Paid bound in rich maroon Fabrikoid 

al and stamped in gold. 


City Zone State 


Company 


Position 








ALPHABETICAL INDEX TO ADVERTISERS, FEBRUARY, 1950 


A Q 
Air Reduction Sales Company Hubbard & Co Q and C Company, The 
Allied Chemical & Dye Corporation_. 157 
Aluminum Company of America_-_-_-_ 
American Brake Shoe Company 12 R 
American Hoist and Derrick Company. 112 
Armco Drainage & Metal Products, Inc. 109 Industrial Brownhoist Corporation__.. 92 Racine Tool and Machine Company--_- 
Railroad Accessories Corporation 
Rails Company, The 
B K Railway Track-work Co 
Ramapo Ajax Division 
Barco Manufacturing Co Koppers Company, Inc Reade Manufacturing Company, Inc._- = 
Beall Tool Division, Hubbard & Co._- 173 Rust-Oleum Corporation 
Bethlehem Steel Company 87 
Bird & Son, I 3 L P 
Blackmer Pump ompany 
Briggs & Stratton Corporation Layne & Bowler, Inc 
Lewis Bolt & Nut Co St.Paul Division, Gar Wood Industries, 
Link-Belt Speeder Corporation Inc. 
C Schramm Inc. 
Simmons-Boardman Publishing Cor- 
Chapman Chemical Company 3 M 
Chicago Pneumatic Tool Company_-_-- 159 vs . 
Chipman Chemical Company, Inc Magor Car Corporation - T 
Cullen-Friestedt Co 17 McCulloch Motors Corporation 


Timken Roller Bearing Company, The- 
N Trackson Company 
poration 
National Aluminate Corporation 75 
National Lock Washer Company, The. 85 
Nordberg Mfg. C 
E Northwest Engineering Co 


Dow Chemical Company, The_-_-_--- 90-100 


—— Carbide and Carbon Cope 


Eaton Manufacturing Company Oo 

Electric Tamper & Equipment Co 

Oliver Corporation, The 

Cane Railroad Service Company, Vv 
1 


F 


Viking Pump Company__________ 5 
Fabreeka Products Company, Inc . » ae a ae 
Fairmont Railway Motors, Inc . W 
Flintkote Company, The 
Pacific Coast Borax Co Wood Industries, Inc., 
Pittsburgh Plate Glass Company Woodings Forge and Tool Co 
¢ Portland Cement Association 114 Woodings-Verona Tool Works 
Power Ballaster Division Woolery Machine Company 
Pullman-Standard Car Manufacturing Worthington Pump and Machinery 
Company 118-119 Corporation 
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Nalco H-170 combines ‘‘contact”’ 
or top-killing action with trans- 
location or root-killing action. 


Extremely rapid penetration and 
translocation in the plant. 


Extensive root kill retards re- 
growth. 


Low volatility eliminates fire 
hazard. 


Non-conductor— will not disrupt 
track signal circuits. 


Safe to use where livestock may 
be grazing. 


Completely insoluble in water — 
will not contaminate water supplies. 
Rainfall after application does not 
reduce effectiveness. 


No mixing required. 


THE 


SYSTEM « Serving Railroads through Practical Applied Science : 


A NEW, SAFE 
METHOD OF 
SECURING 

COMPLETE WEED 
CONTROL 


Natco H-170 Weed Killer is a product of nearly five years of laboratory 
research, tests and field trials on railroad right-of-way. Its combined prop- 
erties assure a complete top kill of all succulent vegetation, plus extensive 
root kill on many of the hardiest weed species. H-170 can be applied with 
any type of sprayer, and is used directly from the drums without mixing 
or dilution. 


Maintenance men ate enthusiastic about H-170, not only because of the 
thorough weed killing, but also because it does not imperil livestock and 
creates no fire hazard—either in storage or when being applied. 


Average right-of-way dosage of Nalco H-170 is one gallon per 1,500 square 
feet. Where weed growth is high, slightly greater dosage is recommended. 
H-170 has effectively killed growths up to 30 inches high. 


Full information on H-170 is available from your Nalco Representative, or 
direct from Nalco. 


NATIONAL ALUMINATE CORPORATION 


6196 West 66th Place * Chicago 38, Illinois 
Canadian inquiries should be addressed to Alchem, Limited 
Burlington, Ontario, Canada 














A typical Bive 


Brute Track Team owned by the 


Detroit, Voledo & Wonton ©. ER iewege Sank 


north of Lima, Ohio 


ee ee 
3 


Bive Brores SMooTH Op THe Line... 


BETTER AND FASTER... FORTHE OF 2. 


gate how they — and their many other 
Blue Brute team-mates — can save 
time and money in your own mainte- 
nance work? 


Here’s how Blue Brute Track Teams 
cut the time and cost of maintenance 
for one of the country’s heaviest-haul- 
ing railroads. 

The Detroit, Toledo & Ironton has 
found that the tough, power-packed 
Blue Brute Railroad Hand-I-Air Com- 
pressor ... though easily transported 
by two men... delivers an unfailing 
supply of air for four WTT-7 Blue 
Brute Tie Tampers... 60 cubic feet 


per minute through its light, tight, 
*Reg. U. S. Pat. Off. 


60’ Portable 
Compressor 


FOR EVERY 


February, 1950 For 


additional 


easy-breathing Feather* Valves. 

D. T. & I. men also know that the 
42-lb.WTT-7’s are easy on the operator 
and precision-balanced for smooth, 
trouble-free action . . . while improve- 
ments like the leak-proof throttle and 
anti-freeze design assure peak perform- 
ance under all conditions. 

Blue Brutes like these are doing 
faster, better surfacing for railroads all 
over the country — and cutting costs 


every foot of the way. Why not investi- 
H8-6 


Hand Held Air Tools, 


information, use postcard, 


pages 103-104 





Worthington Pump and Machinery 
Corporation, Worthington-Ransome 
Construction Equipment Division, 
Holyoke, Massachusetts 
Distributors in All Principal Cities 


veneer 











CONSTRUCTION AND MAINTENANCE JOB 
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Do you know all the answers for 


* THE INTENSIFIED SUPERVISION and 
* THE GREATER MECHANIZATION 
that are essential with the 40-hr. week? 


the 40-hr. week will 
abor-saving equipment tc 


there 


Unquestionably, result in 


more handle railroad 


has been a greater need for the latest 


RAILWAY ENGINEERING & MAINTENANCE 


ae 


ved 


maintenance in a shorter 


work week. 


edition of the 


CYCLOPEDIA 


factual 


of hundreds of the most 


This volume is packed with 
contains descriptions 


e 


used by the railroads. Every man responsible 
Sianals, Bridges, Buildings and Water Service 
of its kind and was prepared by a st 


Simmons-Boardman Publishing Corp. 
79 West Monroe St., Chicago 3, Ill. 


Send me a copy of the new Railway Engineering & 
Maintenance Cyclopedia at the price of $8.00 post 


paid. | enclose check or money order. 
Name 
Address 
City Zone State 
Company 


Position 
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information 


hould have a copy. It is the 


aff of experienced 


n the latest 


recent mechanical equipment, devices and materials 


for the construction and 


railway men for railway men. 


ee 
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take care of the 


but the supply is stil 


sell at $25.00 per 
now by using the 


copy. 


at the price of only 


$Q00 Post 
Paid 


A H 
Air Reduction Sales Company..--- 115 Hubbard & Co.__--.~---- -- 173 
Allied Chemical & Dye Corporation. 157 
Aluminum Company of America____95-101 
American Brake Shoe Company__-_--- 124 I 
American Hoist and Derrick Company- 112 ; ; 
Armco Drainage & Metal Products, Inc. 109 Industrial Brownhoist Corporation_ - 92 
B K 
Barco Manufacturing Co 111 Koppers Company, Inc.-------------.- 97 
Beall Tool Division, Hubbard & Co. 173 . 
Bethlehem Steel Company ied 87 
Bird & Gon, iInc............ ae 98 L 
Blackmer Pump Company-_-_--_---- 168 
igges & tt at 168 Layne & Bowler, Inc................. 172 
Briggs & Stratton Corporation 15 or ce ee ee ens 172 
Link-Belt Speeder Corporation__-_-_~_~-- 102 
C 
Chapman Chemical Company--_------ 166 M 
Chicago Pneumatic Tool Company- 159 
Chipman Chemical Company, Inc._--- 169 Magor Car Corporation--_._- ----- 93 
Cullen-Friestedt Co.. : cote 170 McCulloch Motors Corporation_ See 105 
D N 
re National Aluminate Corporation_-_-_-__-_ 175 
Dow Chemical Company, The- 90-100 National Lock Washer Company, The- 85 
I CI I vo cratten nists ariencyidnepeivcksttiaiv-tids 
E Northwest Engineering Co.__________- 89 
Eaton Manufacturing Company --_--- 86 @) 
Electric Tamper & Equipment Co 117 
Oliver Corporation, The-_-- ——— 
Oxweld Railroad Service ‘Company, 
F EE - ainda mas a aedaetets 
Fabreeka Products Company, Inc.__-__ 116 . 
Fairmont Railway Motors, Inc.__--~--- 122 P 
Flintkote Company, The----- ee 
Pecifie Const Borax Co............... 164 
Pittsburgh Plate Glass Company --_-_--_-_ 99 
Cc Portland Cement Association_____-_~_~- 114 
Power Ballaster Division___-__--__ 118-119 
G & H Rail Controls, Inc.- — 88 Pullman-Standard Car Manufacturing 
General Chemical Division- 157 SEE. Siivencsccucasseeaaue -119 
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operating methods and the adoption of 
Never before 


approved maintenance practices and 


maintenance of Track, 
nly reference book 


We have sold more copies of the 
Seventh Edition than any previous one. 
We have printed additional copies to 
increased demand, 
quite limited. 
A book of this kind would ordinarily 
Get yours 


attached coupon 





bound in rich maroon 
and stamped in gold. 


Q 


1,220 pages, 
1,400 action pictures, 
charts and diagrams 9 in. by 12 in., 
Fabrikoid 


Q and C Company, The- 172 
R 
Racine Tool and Machine Company- 91 
Railroad Accessories Corporation __ 12) 
Dele Comeies. Tae................. 110 
Railway Track-work Co.__-_- a 
Ramapo Ajax Division_--__-_..._____- 124 
Reade Manufacturing Company, Inc.__ 161 
Rust-Oleum Corporation __________ 162 
S 
St.Paul Division, Gar Wood Industries, 
ARGS ee ee Oe aE eG 96 
oe a ae 167 
Simmons-Boardman Publishing Cor- 
i 
Timken Roller Bearing Company, The_ 107 
Trackson Company .................- 171 
a eee ~ 396 
U 
Union Carbide and Carbon Corpora- 
Se eee ae Se ae 106 
United States Motors Corp.-_ 173 
Vv 
Viking Pump Company- 172 
W 
Wood Industries, Inc., Gar_____-___- 96 
Woodings Forge and Tool Co.________ 155 
Woodings-Verona Tool Works______~_- 155 
Woolery Machine Company_________- 94 
Worthington Pump and Machinery 
III, (Soke tetera 176 
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Nalco H-170 combines “‘contact”’ 
or top-killing action with trans- 
location or root-killing action. 

Extremely rapid penetration and 
translocation in the plant. 


Extensive root kill retards re- 
growth. 


Low volatility eliminates fire 
hazard. 


Non-conductor— will not disrupt 
track signal circuits. 

Safe to use where livestock may 
be grazing. 


Completely insoluble in water — 
will not contaminate water supplies. 
Rainfall after application does not 
reduce effectiveness. 


No mixing required. 


THE 


-— maa os om 


Bee 


A NEW, SAFE 
METHOD OF 
SECURING 
COMPLETE WEED 
CONTROL 


Narco H-170 Weed Killer is a product of nearly five years of laboratory 
research, tests and field trials on railroad right-of-way. Its combined prop- 
erties assure a complete top kill of all succulent vegetation, plus extensive 
root kill on many of the hardiest weed species. H-170 can be applied with 
any type of sprayer, and is used directly from the drums without mixing 
or dilution. 


Maintenance men are enthusiastic about H-170, not only because of the 
thorough weed killing, but also because it does not imperil livestock and 
creates no fire hazard—either in storage or when being applied. 


Average right-of-way dosage of Nalco H-170 is one gallon per 1,500 square 
feet. Where weed growth is high, slightly greater dosage is recommended. 
H-170 has effectively killed growths up to 30 inches high. 


Full information on H-170 is available from your Nalco Representative, or 
direct from Nalco. 


NATIONAL ALUMINATE CORPORATION 


6196 West 66th Place ° Chicago 38, Illinois 


Canadian inquiries should be addressed to Alchem, Limited 
Burlington, Ontario, Canada 


SYSTEM o¢ Serving Railroads through Practical Applied Science 











A typical Blue Brute Track Team owned by the 
Detroit, Toledo & Ironton R. R., surfacing track 


Yr 


Bive BrvrTES SMo0TH Op THe LiWe... 


north of Lima, Ohio 


4 4 ete 


BETTER AND FASTER... FORTHE OF 2d. 


Here’s how Blue Brute Track Teams 
cut the time and cost of maintenance 
for one of the country’s heaviest-haul- 
ing railroads. 

The Detroit, Toledo & Ironton has 
found that the tough, power-packed 
Blue Brute Railroad Hand-I-Air Com- 
pressor ... though easily transported 
by two men... delivers an unfailing 
supply of air for four WTT-7 Blue 
Brute Tie Tampers... 60 cubic feet 
per minute through its light, tight, 
*Reg. U. S. Pat. Off. 


60’ Portable Portable 


Compressor 


FOR EVERY 


February, 1950 For 


Concrete Mixer 


additional 


easy-breathing Feather* Valves. 

D. T. & I. men also know that the 
42-lb.WTT-7’s are easy on the operator 
and precision-balanced for smooth, 
trouble-free action . . . while improve- 
ments like the leak-proof throttle and 
anti-freeze design assure peak perform- 
ance under all conditions. 

Blue Brutes like these are doing 
faster, better surfacing for railroads all 
over the country and cutting costs 


every foot of the way. Why not investi- 
H8-6 


Self Priming 
Centrifugal Pump 


information, use postcard, pages 


Hand Held Air Tools, 


gate how they and their many other 
Blue Brute team-mates — can save 
time and money in your own mainte- 
nance work? 
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